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ELECTRIC RAILWAY TRACTION 
| Supplement illustrating and describing developments 
Electric Railway Traction is presented with every copy 
this week’s issue 








DISPATCH OF “THE RAILWAY GAZETTE” 

OVERSEAS 

We would remind our readers that there are many 

erseas countries to which it is not permissible for private 
individuals to send printed journals and newspapers. THE 
RAILWAY GAZETTE possesses the necessary permit and 
machinery for such dispatch, and any reader desirous of 
arranging for copies to be delivered to an agent or corre- 
pondent overseas should place the order with us together 
with the necessary delivery instructions. 

We would emphasise that copies addressed to places tn 
Great Britain should not be re-directed to places overseas, 
is they are stopped under the provisions of Statutory 
Rules & Orders 1939, No. 1440 








TO CALLERS AND TELEPHONERS 
In view of the restoration of summer time our office hours 
itil further notice are: 
Mondays to Fridays - 9 a.m, till 5 p.m. 
Saturdays - - 9am. tall 12.30 p.m. 
Beginning on March 2, the office will be closed on the first 
aturday in every month until November 2, inclusive. 
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G.W.R. Meeting—‘‘ Mitigation of Stockholders’ Loss’’ 
ADDRESSING Great Western Railway stockholders in 

circumstances almost identical with those surround- 
ing his predecessor, Lord Churchill, 25 years ago, Lord 
Horne’s speech from the chair on Wednesday was both 
forthright and of first class interest. This, the first address, 
at a railway annual meeting in the present war, had been 
eagerly awaited; the importance of the matters covered ex- 
ceeded expectations. His clear exposition of the hitherto 
secret history of the discussions with the Government showed 
how keenly the agreement was negotiated; at the same 
time he demolished suggestions that railway stockholders 
had driven an unfair bargain with the taxpayers. The 
rise in stock prices which followed the agreement, as 
Mr. Ashley Brown said, was only “‘ a mitigation of stock- 
holders’ loss *’ since, in general, they had bought at much 
higher levels. That, as Lord Horne remarked in compli- 
menting Mr. Brown upon his aptly-coined phrase, puts 
the matter in its true perspective. The financial agree- 
ment embodies unusual features, notably the profit 
sharing with the Government, the inclusion of 
the London Passenger Transport Board and _ the 
receipts and expenses of privately-owned wagons in the 
pool. Upon certain points talks are still proceeding with 
the Government; not the least important of the matters 
outstanding is the drafting of a formula defining the func- 
tions of the Railway Executive Committee and the rail- 
way companies, to the need for which attention was drawn 
in THE RAtLway GAZETTE of February 9. 


* * * * 


London Midland & Scottish Dividend 
The preliminary revenue and dividend statement of the 

directors of the L.M.S.R., given in full on page 313, came 
up to the best expectations. Nei revenue, which for the 
first half of the year showed an improvement of £637,000 
over the similar period of i938, had increased that 
advance to £1,678,000 by the end of August, and closed 
the year £2,966,000 to the good at £14,311,000. The 
final figure includes an estimated sum from the pool 
under the recently concluded financial arrangement with 
the Government, and is sufficient to cover the full rate on 
the 4 per cent. preference (1923), against nothing last 
year, and permits a payment of 1} per cent. on the 
ordinary steck after drawing on the carry-forward to the 
extent of £30,000. Dividends on the ordinary stock for 
the past twelve years have been as follow :— 

1928 1929 1930 1931 1932 1933 1934 1935 1936 1937 1938 1939 
%, Y, % % % by % % % % % % 
4} 34 | | nil nil nil nil 14 13 nil 1} 

The rate of increase in the net revenue figures for the 

several periods of the year, after allowing for the natural 

growth of receipts which was in evidence before the war, 

would seem to indicate a substantial rise in costs, a 

deduction supported by statements issued by the other 

lines. 


& * * 


Southern Railway Dividend 

Although not up to the most optimistic of Stock 
Exchange hopes, which had been for a dividend of 13 per 
cent. on the deferred ordinary stock, the Southern Rail- 
way Company’s statement of results for 1939 will afford 
general satisfaction. The directors report that for the 
first 8 months of the year gross receipts from railway and 
ancillary businesses were approximately £387,000 better 
than in the corresponding period of 1938 and yielded a 
net revenue increase of £146,000. For the whole year, 
including an estimated amount in respect of the control 
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period, net revenue was £6,742,576, an advance of 
£800,672. After meeting the full dividend on the 5 per 
cent. preferred ordinary stock, the directors recommend a 
payment of 1} per cent. on the deferred ordinary, which a 
year ago received nothing. This payment was earned with 
a margin of £8,610 and the carry forward is increased by 
that amount to £103,543. Returns on the preferred ordi- 
nary and deferred ordinary stocks for the past 10 years 


have been as follow :— 
1930 1931 1932 1933 1934 1935 1936 1937 1938 1939 
0 oO o oO o oO o Oo oO , 
0 oO oO oO oO oO oO oO oO 
Pref. ord. 5 4 | 3 4 5 5 5 5 5 
Def. ord... 1} nil nil nil nil oil 4 14 nit tf 


In 1937, when the deferred ordinary received 1} per cent. 
net revenue was £6,552,000, but since then the company 
has issued £7,500,000 of 4 per cent. debentures, the 
service of which absorbs £300,000 a year. 


* * * * 

The Stamp Medal for Courage 

Acts of courage and examples of initiative are frequent 
among all grades of railway workers and we observe with 
pleasure that the directors of the London Midland & 
Scottish Railway have taken a novel way of perpetuating 
such deeds. For a long time past it has been usual to 
give monetary rewards for outstanding examples ot 
heroism and other meritorious service on the part of rail- 
waymen, but it is felt that the transitory nature of mere 
pounds, shillings, and pence, has done inadequate justice 
to certain of these The Stamp Medal has, there- 
fore, been inaugurated, and the first presentation was 
made on February 22 at Euston when Lord Stamp 
awarded three medals to railwaymen whose deeds of 
courage are recounted at page 299 of this issue. To distin- 
guish the medal from Crown awards, it is to be worn upon 
the right breast. The reward is open to all grades of the 
L.M.S.R. staff, and is awarded by the directors on the 
recommendation of the executive committee. 


Cases. 


* * * * 

Railway Development in Bulgaria 
The Trans-Balkan railway, described on page 291 of 
this issue, is a line which is a good example of the difh- 
culties of railway engineering in the mountains of 
South-Eastern Europe. During the five hundred years 
of their domination of the lands which they named 
‘“‘ Balkan ’’ after their word for mountain, the Turks kept 
communications to the valleys and the plains and did not 
build caravan tracks over the mountains. As soon as 
they became independent, however, the Bulgarians set to 
work constructing roads and railways, paying special 
attention to the building of routes penetrating and crossing 
the mountains to link up the transverse valleys. The first 
of such trans-mountain railway lines, the Trans-Balkan, 
is still the most important. The feat of its construction 
will be the more appreciated when it is realised that when 
it was begun in 1905 finances were only just improving 
from being at a low ebb since the railway expansion pro- 
gramme of the decade before. Even in 1912, when—with 
only £3,000,000 in the treasury—she mobilised against 
Turkey, Bulgaria had only 2,000 miles of line and but 
200 locomotives. Now she has 3,000 miles open or under 
construction and a fine stud of nearly 500 locomotives, 
mostly of a few standard types—a fine achievement of 
which the railway-minded king who rules the destinies of 

this peasant nation may well be proud. 

* * * * 


Holiday Resorts Prepare for Visitors 


Although the winter is still upon us—and possibly in 
part because of its unusual severity—the thoughts of many 
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are already turning towards the annual holiday and the 
problems which the war will superimpose on what is often 
a controversial matter, the selection of a resort. Those 
whose business it is to cater for holiday-makers nv ces- 
sarily have to plan well in advance, and a good dea! of 
earnest thought to the coming season has been give; by 


the officials of the Association of Health and Plea ur 
Resorts. Although evacuation from industrial and_})::sj- 
ness centres has caused an influx of an unusual and more 
permanent type of visitor to many resorts, in most ¢ \ses 


there will still be plenty of room for the holiday-m 
Careful calculations have been made which suggest that 
about 70 to 80 per cent. of the accommodation of st 
resorts will be available for pleasure-seekers. Efforts \vill 
not be spared to provide vacation attractions. Nor is 
believed, will the East Coast resorts suffer this year as 
much as was at first expected. The yearly gro 
numbers of workers enjoying holidays-with-pay should 
help to offset generally the unavoidable absence of miny 
on National Service, while holiday-making on the Con- 
tinent will be greatly curtailed. 


* * * * 


Trans-Canada Air Lines 

The Trans-Canada Air Lines 
1937, has been developed rapidly. The mail service 
between Vancouver and Winnipeg was extended to 
Toronto, Ottawa, and Montreal on an overnight basis at 
the beginning of March, 1939, and on April 1 passen: 
service was begun between these points. On July 18, 
1939, an additional service was established between M 
treal, Ottawa, and Toronto. With the further extension of 
mail and express service to Moncton on November 1, the 
air lines became Trans-Canada in fact as well as in nat 
The Trans-Canada Air Lines fleet now consists of 15 Supet 
Electras, which make the Vancouver—Montreal trip in 
15 hours, including stops, and the Montreal—Moncton lap 
in 23 hours; the whole route covers nearly 3,500 miles. 
The potential value of the T.C.A. services was emphasised 
by the inauguration, in August, of the Imperial Airways 
transatlantic mail service, when British mail was received 
in Vancouver only 54 hours after leaving Southampton 
The experimental flights of the transatlantic service have 
been discontinued for the winter season, but are being 
resumed this spring. At the end of November, the staff 
of Trans-Canada Air Lines totalled 483, of which 81 wer 
flying personnel, 24 captains, 25 first officers, and 27 
stewardesses; five pilots were in training. 


service, Inaugurated in 


* * * * 


Ancient and Modern 


Our experience has taught us that among the large and 
growing ranks of amateurs upon whom the railway exerts 
a fascinating influence are some who prefer to live in the 
past rather than in the present. Such have little use for 
modern styles of locomotives and vehicles, and the sight 
of a great streamlined engine clearing a busy junction at 
a speed of 60-70 m.p.h. with a load of 500 tons or more, 
produces less thrill than that of an old pattern locomotive 
panting along at the head of a train of miscellaneous 
passenger or freight vehicles on a branch line at a fraction 
of the speed. The lower the boiler and the longer the 
chimney the better they like it; a bogie coach is resented 
and preference given to six-wheel or four-wheel types. In 
railway (as in other) spheres the historical often appeals 
with more force than the modern, but this does not neces 
sarily connote adverse criticism of the process of evolution 
which lifts things from their earlier and more crude stages 
to higher and more efficient standards. Rather, we feel 
is it an echo of the human desire for individuality as 
opposed to standardisation. 
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Special Types of Vehicle in New South Wales 

New South Wales Government Railways seem to 
specialise in rolling stock of unusual types or specially 
des.cned for unusual purposes. For instance, they now 
possess two dental clinic cars built for the Department of 


He ith and equipped with the most modern dental 
al inces. The second of these cars has recently been 
priuced by the conversion of a Pullman sleeping car. 
Another type of car is designed for the conveyance of 
racing greyhounds. One side of the car is fitted with a 


d le tier of kennels and the other with seats for owners 


an! trainers. The latest of these vehicles was converted 
from a suburban “FA” car. Also, for engineering work- 
shop instruction, the railway workshops recently rebuilt 
four 40-ft. semi-louvred bogie vans as mobile workshops 
for the Department of Education. These vans are used 
in pairs, two of them housing a set of machines and equip- 


ment for practical instruction, a lecture room, and accom- 
modation for the instructor. In all, three pairs are now in 
Other vehicles are a crocodile or well wagon to 


St ede 


carry dragline dredgers or caterpillar tractors up to 35 tons 
in weight, a self-propelled motor pay car of the railbus 
t and a passenger brake van fitted with a dynamometer 
compartment for locomotive running trials. 

* * * * 


Concrete Sleepers 
Shortage of timber has necessitated a search for sub- 
stitutes, and so far as railways are concerned one of the 
partments most affected is that of the permanent way 
engineer. In other conditions than the present, steel 
sleepers might be used where timber is not readily obtain- 
Such is the present demand for steel that this 
solution is not available. There remains the possibility, 
ng explored without much success, of designing a con- 
crete sleeper capable of standing up to the heavy traffic of 
today. With the experience which has been gained in the 
ist couple of decades in reinforced-concrete construction, 
should not be a matter of any great difficulty to design 
suitable concrete sleeper, nor with other recent develop- 
ments should the problem of the rail fastening to this 
iterial be difficult. The essential factor, however, in the 
successful application of concrete sleepers to modern con- 
ditions is a foundation sufficient to assure absence of rela- 
ve movement between sleeper and ballast. With an 
imple depth of ballast and sufficient drainage, it should 
be possible to make a success of concrete sleeper track. 
* S * * 
The Voice of the Husband 


We had travelled far and wearily in the blackout, 
irritated for some two hours by the plaintive voice of a 
lady who was doing her best to quicken the sympathies of 
in embarrassed soldier with an account of her sufferings 
since the war began. All the real and imagined difficulties 

our present unfamiliar way of life were lugubriously 
dwelt upon, so that we were not sorry to escape into 
another train. Here all was peace and silence in the half 
empty compartments, until suddenly a distressful cry 
reached our ears from next door. “‘ I’ll tell you what,”’ 
wailed the unseen voice; ‘‘ your trouble is that you can 
ce the good points in everybody else, but in me it’s all 
faults.’’ It was the lament of a stricken husband, 
suddenly clearing the air of all war thoughts and remind- 
ing us of the aspects of life which survive every impact 
ind are common to all countries. Our train stopped at a 
station, with dimmed lamps and blank notice boards to 
remind us of our transient inconveniences, but as we 
groped our way home in the dark we still heard in imagi- 
nation that bitter complaint, dating from before the days 
f the battle axe and bound to outlive both poison gas 
ind the bombing aeroplane. 
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Export Trade Essential 


G INCE the outbreak of war there has been increasing 
insistence in the speeches of both Government spokes- 
men and leading industrialists on the national necessity 
for the maintenance and improvement of our export trade. 
There is every reason to believe that the pronouncements 
of members of the Government, which now so largely 
controls the volume and direction of industry, have not 
stopped at lip-service to an accepted necessity. On the 
contrary, every effort is being made to solve the problem 
of extracting from the manufacturing resources of the 
country the requirements both of the fighting services and 
our actual and potential customers overseas. There can 
be no easy solution, for the war effort must necessarily 
impose a severe strain upon both productive capacity and 
available raw materials, and ultimately there must be a 
decision as to whether armaments or exports are to have 
priority when home consumption has been reduced. 

The latest statement by Mr. R. S. Hudson, M.P., 
Secretary of the Department of Overseas Trade, makes it 
clear that the Government and its Export Council appre- 
ciate the difficulties of higher freights and rising prices 
which confront industrialists in their search for overseas 
markets. It is well that the great importance of these 
factors should be appreciated, for there has seemed to be 
a tendency to imagine that ready customers await our 
goods and that the only problem is of supply; this dis- 
regards the advantages enjoyed by many neutral com- 
petitors. The Government’s avowed willingness to guide 
and to help industry—it is setting up machinery for this 
purpose—obviously will call for a large measure of 
co-operation from industry if the plan is to be prosecuted 
successfully. Mr. Hudson declared that the idea the 
Government had in mind might be expressed as: ‘‘ We 
will make sure you get the raw materials; it is your job, 
with our assistance, to go out and get the trade.’’ 
Vigorous implementation of that policy will be assured of 
a strong response from industry, always provided that the 
assistance takes really practical form and is not confined 
to exhortation. This applies in particular to those manu- 
facturers who will be called upon to sacrifice a formerly 
valuable home market. 

It has already been made known that in the sharing of 
the raw materials which are either controlled by the 
Government or have been the subject of State purchases 
the export trades are to have a part, while in certain 
instances, such as locomotive building, agreement has been 
reached between the manufacturers and the Government as 
to the allocation of productive capacity for export needs. 
But since in all these matters provision is made for varia- 
tion according to the overriding needs of the services no 
definity has yet been possible. One of the most important 
factors is still unknown—the manner and speed of the 
development of the war. At the present time it is probable 
that supplies of all kinds are reaching France in excess of 
immediate needs and are accumulating behind the lines. 
On this basis it might be assumed that more of our pro- 
ductive capacity and a greater amount of materials might 
well be released for civil export trade. But should the war 
develop into large scale and intensive hostilities it is likely 
that wastage would be greater than replacement. 

Within the next few months it may be possible for a 
decision to be reached as to the needs of the fighting 
services under ‘‘ normal ’’ war conditions, and therefore 
for a stage to be reached at which allocations for exports 
can be made with reasonable certainty. The responsibility 
of deciding that in some instances men and machines 
engaged in essentially war production should be switched 
over to commercial export output is great, but one that 
will have to be taken if we are to derive full benefit from 
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the opportunities now presented. Chances of expansion 
are now available, because of the virtual elimination 
of German competition in many markets; and, correspond- 
ingly, the opportunity grows for enhancing our ability to 
purchase from primary producing countries the raw 
materials of which we must have more and more for the 
prosecution of the war. To this end every effort should be 
directed to keeping our products before the notice of present 
customers and bringing their virtues to the notice of poten- 
tial buyers. The Government must itself be a powerful 
partner in our overseas trade drive, for not only must the 
decision as to quantity and direction rest with it, but, 
because of its dominant position as buyer and controller of 
many commodities, the State alone is in a position to make 
agreements necessary with importing countries. Moreover, 
the Government alone can dictate the most important 
matter of all—the supply to the manufacturer of raw 
materials. Its success in arranging the release of these 
will, in large measure, decide the outcome of the export 
drive. 


The Outdoor Machinery Department 


THERE appears elsewhere in this issue the first instal- 

ment of an article describing the organisation and 
functions of the Outdoor Machinery Department of a 
British main-line railway. Perhaps it is because this 
department is usually an adjunct of the Locomotive or 
Mechanical Engineer or sometimes of the Civil Engineer 
that its existence and importance are apt to be overlooked. 
In the early days of railways machinery, other than loco- 
motives and in the workshops that built them, wae prac- 
tically non-existent; such plant as was provided consisted 
mostly of cranes and hoists, simple mechanical devices, 
deriving their power from the muscular effort of one or 
more men. They were as a rule so slow in action that 
their use could be justified only when the loads to be dealt 
with were too heavy for direct lift or conveyance by 
unaided human strength. The time factor was of small 
moment in those days; so great was the advantage which 
the railways held over other forms of transport in speedy 
transit that the quick handling of traffic in goods yards 
and docks was not of great importance. 

It was the introduction of steam and hydraulically 
powered equipment, in place of the old manual plant, to 
cope with growing traffic that first created the need for a 
staff to maintain it; since the work demanded knowledge 
allied to that required for the building and maintenance of 
locomotives it was but logical to place this responsibility 
in the hands of the Mechanical Engineer of the railway. 
Standardisation and planned production were then almost 
unknown in locomotive workshops, consequently the 
various repair jobs to outdoor machinery could be under- 
taken without serious disorganisation of other work. From 
the technical point of view the variety and types of out- 
door machinery were not very great, so that the selection 
of plant for any particular job mostly depended on a 
choice, from what little was available, of something which 
was the nearest approach to complete suitability. The use 
of machinery on railways during the last thirty years, 
however, has been growing not just steadily but with ever 
increasing velocity, and the limit is not yet in sight. 
Already it has progressed so far as to raise the advisability 
of providing and maintaining outdoor machinery by a sepa- 
rate department divorced from that of the Mechanical, 
Electrical or Civil Engineer. Consider the position as it 
stands today on any large railway: First, in order to keep 
down production and maintenance costs of locomotives 
and rolling stock, work in the shops is carefully planned to 
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the smallest detail, and the machines in them are desi: ned 
more and more for specific processes with an output ¢.pa- 
city which is in keeping with the output of the rest ©) the 


plant in the shops. This means that the organisatic., of 
the Mechanical Engineer’s work tends to become , yer 


more rigid, with the result that any work of a spec 01 


abnormal kind creates so much disturbance to no: mal 
production as to become in fact prohibitive from the ; vint 
of view of cost and shop efficiency. Secondly, out ‘oor 
machinery is no longer a simple problem but is growi: © in 
complexity as fast if not faster than it is in size. th 
electricity and the internal combustion engine are inc: as- 
ingly used as prime movers to the displacement of sicam 
and hydraulic power; also, the time has arrived when ; ich 
machinery is specially designed for the particular wor it 
has to perform. Speed and efficiency are the order oj th 


day, and the responsibility of selecting the most suitabk 
machinery, from an increasing variety, is a heavy cue. 
rhe need for reducing labour costs is causing other dep:rt- 
ments to make greater use of machinery, particul::ly 
for goods yard, civil engineering and permanent Ly 
work. 

Properly to cope with the many and varying require- 
ments calls for special qualifications and training. i 
Outdoor Machinery Engineer of today must, in addiiion 
to sound technical knowledge of mechanical, electrical and 
internal combustion engineering, have wide experience and 
appreciation of the machinery requirements of traffic and 
dock departments as well as those of all other departme iits 
using machinery. This is essential to enable him to judge 
each and every problem, giving due weight to all the pros 
and cons so as to select the type of machinery best suited 
to the particular case. Furthermore, if the use of 
machinery can be justified on economic grounds it follows 
that the breakdown of such machinery will involve dis 
organisation and financial loss to the railway quite apart 
from the cost of repairs; the speedy completion of such 
repairs is thus of great importance, and, if unnecessar\ 
delays are to be avoided, the staff and shops concerned 
should come under the unfettered control of the Outd 
Machinery Department. It will be noted that, since th 
author of the article previously mentioned prepared his 
notes ‘‘ in the perspective of retirement,’’ one can well 
imagine that time was lacking during his days on 
active list. 


Six Signals Passed Unseen 


HE collision at Bletchley, L.M.S.R., on October 13 
last, when four lives were lost and much damagi 
was done, was the first to be accompanied by really serious 
consequences since the blackout began, and was disti 
guished by the remarkable circumstance that a doublk 
headed train was driven against signals up to the la 
moment, and that no fewer than six signal posts, some of 
which carried two lights and another more than two, wer 
passed without one of the enginemen seeing anything ot 
them, as indeed they fully admitted. The weather con 
ditions were certainly far from good, the night bein 
extremely dark with rain falling, but there was no fo; 
Colonel Mount’s report on the case is summarised o! 
page 314 in this issue. He has very naturally taken th 
opportunity to dwell at some length on the effects of th: 
blackout and the consequences that seem likely to result 
from it, as affecting safety of operation. The leadin 
engineman’s defence—the driver of the train engine, i 
should be noted, was a very experienced man—practicall\ 
amounted to saying that he had lost his whereabouts in 
the new conditions of complete darkness and also had 
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it difficulty in estimating his speed. Since the war a 
‘imum speed limit of 60 m.p.h.* has been imposed on 
railways with the object ot reducing wear and tear. 

two drivers misjudged their speed, having 


wently averaged 70 m.p.h. over the 15 miles 
ween Tring and Bletchley, a length on which 


) speed is usual in normal times, and approached so 

that, had the line been clear, they must almost cer- 
ily have overshot the platform. 

olonel Mount places the entire responsibility for the 
lision on the two drivers, and is satisfied that the 
nal equipment was in proper order and functioning cor- 
tly. He makes full allowance for the difficulties created 
the exceptional darkness—there is now not even the 
ht from the train itself to show up surrounding objects 
ittle—but, though we are not in the least disposed to 
nimise these difficulties, some of the excuses put forward 
the drivers seem very weak. The blackout does not put 
nal lights out, which, indeed, show up even more clearly 
wv, as a rule, especially where they were formerly inter 
red with by the chaotic sky sign nuisance, which we 
pe will never be allowed to return. The drivers were 
vare that one signal box was switched out and that its 
enals could therefore be expected to be off; but as, on 
eir own admission, they could see no ordinary land- 
arks, it might be supposed that they would have looked 
uticularly for these lights to serve them as such, the 
ore so because they formed the approach to their next 
id very important effective signal, the distant for 
sletchley. All the signals were on the left of the 
ick, the engines had left-hand drive, and the line was 
raight. 

The question of double-heading naturally finds a place 
the report. The accident, it says, ‘‘ really resulted from 
uuble-heading, with a man in charge of the pilot engine 
ho lacked a sufficiently intimate knowledge of the road. 
[here is much to be said for the more experienced man 
eing transferred to the leading engine, or tor the engines 
iemselves to be interchanged.”’ The jatter practice, 
vhich is adopted on some lines, has the advantage of 
eventing a driver being placed in charge of an engine 
ith which he may not be very familiar. As regards the 


fitting of speed indicators, this has many advocates, 


nd now that the blackout so often eliminates objects that 
elp a driver to judge his speed, and there is an unaccus 


tomed restriction to be observed the case for their 
provision appears to be strengthened. 


A.T.C. equipment 
vould, of course, have given the drivers timely warning 
f their error, and it is interesting to observe that the 
L.M.S.R. was in process of fitting its magnetic apparatus 
s a location warning at a number of colour-light distant 
ignals and on a number of Pacific type locomotives when 
ar broke out. Colonel Mount recommends that the work 
hould be continued actively, as far as circumstances will 
low. It is not, however, the colour-light distants alone 
that need this adjunct; in fact the Bletchley distant was a 
emaphore, and an outer distant, also of that type, is to 
» added. The oil-lighted signals are every bit as impor- 
tant and form the vast majority. Too much care cannot be 
ziven to seeing that the lights are in best condition, and we 
ordially endorse what Colonel Mount says on this point. 
We should also like to see a daylight improvement by 
the more frequent cleaning of the enamelled signal arms, 
so that their bright colours are not hidden under layers 
f dirt. Coming right at the start of the war conditions, 
this unfortunate accident emphasises several important 


lessons. 


* It may be noted that at the beginning of the war a maximum 
schedule speed between stops of 45 m.p.h. was laid down for all 
passenger trains, but this was later raised to 50 m.p.h. The 
maximum speed permitted remains 60 m.p.h 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents.) 


Transport Services and the War 
221, Orrong Road, Toorak S.E.2, 
Melbourne, Victoria, 
Australia, January 1 
To THE EpItor OF THE RaILWay GAZETTE 

Sir,—May I add my tribute to that of Mr. Sherrington, 
in a recent letter to you, on the remarkable presentation 
each week of the activities of the English railways in war- 
time. They form a fitting continuation to the late Edwin A. 
Pratt’s ‘‘ British Railways and the Great War.”’ 

In this State a vast military camp has been formed on 
“one of the main lines’’ and very heavy military traffic 
has been and still is borne thereon. The writer had occasion 
to visit a neighbouring capital city last month and on the 
rail journey noted ‘‘ vulnerable points ’’ under military 
guard, and witnessed the departure of several troop trains 
bound for other States. 

Yours faithfully, 
E. P. JONES 


Railway Posters and the War 


London, February 26 
To THE Epiror OF THE RAILWAY GAZETTE 
Sir,—I have been interested in the reproductions of rail- 
way posters published week by week in your series of articles 
entitled ‘‘ Transport Services and the War ’’ and particularly 
in comparing them with the posters you also recently repro- 
duced which were issued by the Railway Clearing House and 
the Railway Executive Committee in the 1914-19 war. To 
my mind the grim railway posters issued in the last war and 
during the first month or two of the present war, are more 
appropriate to the occasion than the more recent posters with 
their decorative borders and ‘‘ tasteful typography.’’ War is 
a grim business and the present war may be even grimmer 
than the last before it is over. So let our railway posters be 
grim too. War is not pretty; and pretty posters will not 
make it so. 
Yours, etc., 
J. B. 


Periodical Weighing of Locomotives 
London, February 26 
To THE Epiror oF THE RatLway GAZETTE 
Srr,—May I thank Mr. T. P. Rogers for his courteous and 
interesting comments in your issue of February 23 on the 
above article, but I would like to inform him that my 
thoughts were directed to colonial rather than to home rail- 
ways, and on reading the article through again in the light 
of his remarks I am bound to maintain my opinion. 
Referring to Mr. Rogers’s comments on dynamic augment 
and lighter vehicles, may I suggest that the obvious solution 
is a geared locomotive in which the motive unit above the 
springs drives the axle through a train of gearing. If a 
high and a low train of gears be provided we might have the 
ideal of every running-shed engineer, a really sound mixed- 
traffic engine. The advantages of this system may be 
summed up as absence of hammer-blow, automatic lubrica- 
tion and less weight. 


” 


“ YOUR CORRESPONDENT 


“The Force of Habit ”’ 
London & North Eastern Railway, 
H.Q.1 (via Hitchin) 
February 23 

To THE Epiror oF THE RatLway GAZETTE 
Str,—With regard to Mr. R. G. Lucas’s letter of Febru- 
ary 10 published in your issue of February 16, your readers 
may be interested to know that our stationmaster at Fins- 
bury Park was specially instructed to pay attention to the 
announcement of the Broad Street trains formed of L.N.E.R. 
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sets from February 5. 


From enquiries made, I have been 
unable to find that there is any strong ground for complaint. 


Our District Passenger Manager personally has observed 
that due announcement is made at each station, and par 
ticularly at Finsbury Park, as to the destination of these 


trains, and he has in fact overheard on more than one occa 
sion queri from passengers when joining the trains as to 
the correctness of the destination announced. Enquiry at 
Broad Street reveals that little or no complaint has been 
made of overcarrying, and that no noticeable increase has 
occurred in the amount of excess fares collected, it being 
tated that most of the passengers have travelled by this 
route for their own convenience 
Yours faithfully, 
GEORGE DOW, 


Information Agent 


Wartime Issues of G.W.R. and L.M.S.R. 
Timetables 


Birmingham, February 17 

lo THI RAILWAY GAZETTI 
SIR With the G.W.R. timetable the lay 
out and arrangement of the main-line railway companies’ 
public timetables in wartime and in normal times can_ be 
compared more reasonably than was possible when the first 
emergency timetables were produced under pressure of urgency 
As the L.N.E.R. and S.R. timetables are of the Bradshaz 
compilation already in use before the war, it is only in the 
G.W.R. and L.M.S.R 

are apparent 
The Bradshaw format adopted by the L.M.S.R. brings both 
advantages and disadvantages, but many of the latter may be 
matters requiring detail correction rather than faults inherent 


THI 
new 


EDITOR OF 


issue of a 


books that material changes in layout 


in the arrangement Most numerous among these are the 
false references to “ other trains,’’ due to the failure to remove 
references to pages which appear in Bradshaw’s Guide itself 


but not in the L.M.S.R. book compiled as an extract from it 
On page 466, for instance, the reader is invited to see p. 854 
for local trains between Dunstable and Luton, and pp. 48, 
830, and 1073 for other trains between London and Ayles- 
bury, but none of any use because the 
pages mentioned are not contained in the book. (Incidentally 
there is no explanation of the notes “S’’ and “ E”’ in the 
Leighton Buzzard and Luton table on this page.) Sometimes 
this ‘‘ false scent is mixed with correct references proper to 
the L.M.S.R. timebook ; for example, under the Stafford 
Wolverhampton—Birmingham table on p. 478 appear refer- 
ences to six other pages, two of which are, and four of which 
being G.W.R. services) are not, contained in the same book. 
fhe same criticism applies to the reference figures against 
the station columns, and, whilst allowing for the 
rush nature of the first timetable produced in October last, 
one might have expected the errors to be corrected in the 
subsequent issues published in December and January. 


these references is of 


names 1n 


\ variant of this kind of false reference appears in the 
Shrewsbury to Minsterley table on p. 492, where “ other 
trains between Shrewsbury and Hanwood, p. 142’’ unneces- 


that the trains are not 
shown in the L.M.S.R whereas the information is in 
fact given in the Shrewsbury—Welshpool table on p. 487 
Similarly the train columns on p. 488 refer to p. 135 for the 
Woofterton—Tenbury timings of through trains from Ludlow, 
although the Tenbury branch actually appears on p. 505 
errors have from the fact that the 
services in question, on L.M.S. & G.W. joint lines, are given 
in the G.W.R. section of Bradshaw’s Guide; and in the same 
way the reader of p. 795 of the L.M.S.R. timebook is uselessly 
referred to (non-existent) pages 1035a and 1040a for other 
trains between Broughty Ferry and Dundee (L.M.S. & L.N.E. 
joint line) which in fact appear on the very page 795 itself. 
One of the benefits of the Bradshaw arrangement (from the 
passenger’s point of view) is the more generous recognition of 
through connections by other companies’ routes. The tables 
for the Shrewsbury—Hereford and Shrewsbury—Swansea 
Victoria) lines now give connections from London and 
Birmingham by both L.M.S.R. and G.W.R. routes (the 
G.W.R. being nearly always the quicker), whereas 


sarily leads the reader to conclude 


book, 


hese doubtless arisen 
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L.M.S.R. former official timetables gave connections { 
Euston and New Street only. Unfortunately the lac! 
synchronisation between the dates of issue of the L.M:s 


(January 1) and the G.W.R. (February 5) timetables detracts 
from the advantages of this feature. 

The insertion of Bradshaw's notes on the situation f 
stations gives useful information not hitherto available in 
L.M.S.R. official publications—e.g., Tring station 1}? miles 
from Tring, Kirkby Lonsdale station 1? miles from Kir 
Lonsdale, and Welford and WKilworth station 2? miles fi 
Welford Station-by-station mileages also are publis! 
contrary to the former L.M.S.R. “ official ’’ practice. 

rhe new pocket-size format obtained by adopting the B 
shaw compilation is naturally accompanied by certain 
advantages of compression. In tables the times 
halts are excluded from the train columns, and the halts 
mentioned in footnotes only, with no indication of the tra 
calling at them. For instance, it is now impossible to 
what trains call at Upton-by-Chester halt, on the Chesté 
Birkenhead section, or at any of the three halts betw 
Shrewsbury and Craven Arms. Many local tables ap 
in the less convenient form in which the columns give minut 
only except for the hour figure at the top of each column, a 
some of these tables occupy no less space thus than wo 
suffice for the more conventional method formerly used by 
L.M.S.R. 


Some 


some 


the 
sections of 


convenience 
route covered 
to consult no fey 
than seven tables to find the complete service from Glasg 
to Paisley, previously given in one composite table. The 
are unfortunately cases of the converse kind where one tal 
does give the complete service between two or more stations 


space 1s also saved at cost of 


summary tables for 


g., it Is now 


omitting 


several services, ¢ necessary 


but where the reader cannot take proper advantage of the fa 
because footnotes refer him to other pages—on which he will 
find only a repetition of the timings concerned. An examp 
of this is the Derby—Sheffield table on p. 702, containing t! 
Derby—Duffield timings of Wirksworth trains, Derby 
Ambergate timings of Matlock line trains, Clay Cross 
Chesterfield timings of Erewash Valley trains, and Dore-and 
Totley—Sheffield timings of Chinley—Sheffield trains. El 
where the Bristol-Mangotsfield—Bath table on p. 725 carri 
redundant references to p. 660 for other trains between Brist: 
and Mangotsfield, and similarly with the Caernarvon brancl! 
trains included in the Holyhead main-line table (p. 
between Bangor and Menai Bridge. 

Trains taking “cross-country '’ routes not fitting th: 
standard arrangement of branch lines are not always well 


506 


indicated \n instance in the current L.M.S.R. timebook 
is a through train between Walsall and Smethwick which 
appears only in disconnected “ ends "’ between Walsall and 


Great Barr (p. 481) and between Soho and Smethwick (p. 476 
with no apparent connection from Great Barr to Soho. The 
adoption of the Bradshaw style seems also to have meant the 
disappearance of the ‘‘ Table No.’’ system in use in L.M.S.R 
otficial timetables before the war, although it is noticeable 
that the corresponding system on the L.N.E.R. is retained 

The G.W.R. is the only one of the four main-line companies 
to retain its own timetable lay-out on the 7} in. by 11 in. pag 
The timetable however, undergone many changes 
including a reduction in the number of through con 
nections and a rearrangement of many of the tables 
to accord more closely with their arrangement in the working 
timebooks. These features doubtless enabled the _ first 
emergency the public timetables to be produced 
quickly, but their retention in the February issue (subject 
to some slight relaxation in the number of through connec 
tions shown) means the continuance of certain disadvantages 
from the point of view of the passenger or the enquiry clerk 
A 40-mile journey from Birmingham to Great Malvern, for 
instance, made by through trains, needed reference to three 
separate tables as published in the issue of September 235, 
1939, and, aithough this has been obviated in the new time 
book by the insertion of Birmingham connections in_ the 
Worcester—Hereford—Newport table, it is still necessary to 
consult two tables for a train from Birmingham to Kidder 
minster. Bradshaw's Guide retains the pre-war arrangement, 
which in this respect is certainly the better. 

The failure to show through connections is still more marked 


has, 
drastic 
shown 


Issue ot 
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\ ) connections are available by alternative routes. To 
trains from Paddington to Barmouth, for instance, it is 
necessary to consult three tables (four tables in the first 
t 00k), whereas the former G.W.R. timebooks showed 
ections by both the Welshpool and the Ruabon routes 
ie Paddington—Birkenhead main-line table. 

the current publication an alphabetical index to stations 
ovided, and represents a big improvement on the emer- 
y issue of September last, in which there was no index 
tations but only lists of main and of branch and local 

These lists were not always arranged under the headings 

would expect, and as an example the Oxford—Fairford 

was indexed under neither O nor F but appeared 

as “ Witney and Fairford’’; similarly the Newton 
ot to Kingswear line appeared only as ‘“ Torquay and 
rtmouth.”’ 
he rearrangement of main-line services makes it less easy 
scertain what intermediate stops are made by some of the 
ress trains. The Paddington and South Wales service, 
instance, is given in a table showing intermediate stations 
Gloucester only, with the result that it is necessary to 
sult also the notes in the columns of the Paddington 
stol table to trace even a non-stop journey from Badminton 
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Birmingham—Birkenhead trains, and an even worse 
example is the call at Knowle & Dorridge made by the 
6.35 p.m. from Birmingham (Snow Hill) to Stratford-on- 
Avon. The former suburban table for London—Reading and 
intermediately is now embodied in the Paddington—Bristol 
main-line table, but local trains between London, High 
Wycombe, and Princes Risborough remain separated from the 
Birmingham main-line table. In contrast to the L.M.S.R., 
the G.W.R. book does not now give mileages, although they 
were given (in one direction only) in the pre-war G.W.R. 
timetables. 

The L.M.S.R. timetable for January restored the more 
important of the summaries combining L.M.S. & G.W. and 
L.M.S. & L.N.E. services between principal places served by 
two companies’ lines. The G.W.R., however, has not followed 
this example ; in fact it abstains rather noticeably from giving 
other companies’ times, except for through connections from 
the west of England via the Severn tunnel to Manchester and 
Liverpool, and for trains between Marylebone and Princes 
Risborough over the joint line from Northolt Junction. The 
table for the M. & S.W.J. line, for instance, leaves one high 
and dry both at Cheltenham (L.M.S.R.) station and at And- 
over Junction (S.R.) and there is no mention of any facilities 


Newport. 


There is similar difficulty in tracing calls at 
gh Wycombe and Bicester made by some of the Paddington 


between Southampton and Bristol via Salisbury. 


“6 


QUINTON ”” 








PUBLICATIONS RECEIVED 


Mechanical World Year Book, 
1940. Manchester: Emmott & Co. 
td., 31, King Street West London 
28, Bedford Street, W.C.2. 6} in. 
$ in Lin. 360 pp. diary. Price 
Is. 6d. net. An outstanding feature of 
is edition is the entirely new section 
n steam boilers, and it is of importance 
» note that the accompanying sections 
n boiler construction, boiler mounting, 
nd fitting and instruments, have been 
rought into line with this new work 
progress has indicated the 
ecessity. Another feature of interest 
s the re-introduction in the 1940 edition 
f the section dealing with external 
pressures on tubes, cylinders, and pans 
this is part of the scheme for “ circulat 
ig’’ sections in adjacent editions. A 
new index to the tables has been in- 
luded in this edition. The general 
excellence of the publication and _ its 
reasonable price should combine to 
ensure it a place on every engineer's desk. 

Civil Protection; The Applica- 
tion of the Civil Defence Act and 
other Government requirements for 
Air Raid Shelters, etc. By Felix 
james Samuely and Conrad Wilson 
Hamann. London: The Architectural 
Press, 9, Queen Anne’s Gate, S.W.1. 
War address: 45, The Avenue, Cheam, 
Surrey.) 13 in. 9tin. 165 pp. Illus 
trated. 8s. 6d. net The contents of 
this book may be roughly divided 
between two aspects of civil protection : 
the legal and the technical. The first 
part describes the Air Raid Precautions 
\ct 1937, the Civil Defence Act of 1939, 
and the code for the technical applica- 
tion of those Acts. An analysis and 
explanation is also given of the various 
handbooks and memoranda issued by 
the several Ministries for the guidance 
of officials and the public. In the second 
part of the book full descriptions are 
given, with designs or drawings in each 
case, of bombproof shelters, while a 


herever 


further chapter describes the action and 
effect of bombs. Chapter 13 contains 
tables and formule which should be of 
gvreat value to architects, engineers, sur- 
veyors and builders in the design and 
construction of bombproof shelters. The 
authors have not attempted to describe 
any special measures for application to 
railway equipment or operation, but 
transcriptions are given of Part V of the 
Civil Defence Act, which relates ex- 
pressly to the obligations of public 
utility undertakings. An appendix con- 
tains a full list of the relevant official 
publications, and an ample index is 
provided. 


A History of the Growth of the 
Steam Engine. By Robert H. Thurs- 
ton. Centennial edition. Ithaca, New 
York: Cornell University Press. Lon- 
don Humphrey Milford, Oxford Uni- 
versity Press, Amen House, Warwick 
Square, E.C.4. 8 in. 5} in. 1? in. 
555 pp., plus xii pp. Illustrated. Price 
17s. 6d. net.—‘‘ Thurston on the steam 
engine, the first edition of which 
appeared in 1878, has for long been 
recognised as a standard work. The 
book passed through six editions, the 
last published in 1907 with an addi- 


tional chapter. Dr. Thurston himself 
died in 1903 and his story thus ends 
with the last century. The reason for 


the production of the present edition is 
that October 25, 1939, marked the 
centenary of the author's birth, and 
doubtless students of the development 
of the steam engine will be grateful to 
the Cornell University Press for having 
made readily available a well-annotated 
work which is considered a classic for 
the period it covers. For the benefit of 
those who wish to use this book as a 
self-contained work, a supplementary 
chapter has been prepared by Mr. 
William N. Barnard, the present Direc- 
tor of the Sibley School of Mechanical 
Engineering, Cornell University, which 


covers the period from 1870 to 1939. 
Dr. Thurston himself held that office 
from 1885 to 1903. We feel that the 
production of the centennial edition is 
an admirable way of marking the cen- 
tenary of its author’s birth, as it per- 
petuates his name in the practical way 
of giving to the present generation the 
benefit of the author’s contribution to 
the literature of his own generation. 


Design of Welded Steel Structures. 
By A. Ramsay Moon. London: Sir 
Isaac Pitman & Sons Ltd., Parker 


Street, Kingsway, W.C.2. 8} in. 
5} in. 140 pp. Illustrated. Price 15s. 


net.—This book deals concisely with 
the metallurgical aspects of welding, the 
preparation of edges, with stresses and 
design data, and the actual design of a 
variety of welded units and structures. 
The welding regulations introduced by 
the L.C.C. in 1938 are reproduced in an 
appendix, including figures for permis- 
sible stresses in welded joints. 

More than 100 diagrams should help 
the reader with the elementary facts 
about welding design, for their educa- 
tional value is certainly higher than that 
of photographs, of which there are no 
reproductions in this book. Faults in 
design are clearly pointed out. The 
rigidity of the welded joint is given its 
right place. The elementary treatment 
of many subjects may be considered to 
be of particular advantage. This also 
refers to the diagrammatical description 
of various forms of deformation and 
correct procedure for fabrication. 

Perhaps the lattice type of roof truss 
has been given too much space, as the 
economy attained by welding these types 
of light structures is not so clearly estab- 
lished as with welded plate girders and 
portal frames. In any case, this short 
textbook should prove useful to those 
interested in structural welding and 
particularly so in conjunction with the 
“Handbook for Welded Structural 
Steelwork,’’ published by the Institute 
of Welding, and reviewed in our issue of 
March 10, 1939. 
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THE SCRAP HEAP 


Mr. Myles A. Paige has been appointed 
Magistrate to the Court of Special 
Sessions, New York. Mr. Paige worked 
as a porter on a Pullman car while 
studying law at Columbia University. 
He is a Negro and the first member of 
his race to hold his new position. 


os *K * 
The Church Times, commenting in its 
last week’s issue on the fact that in the 


early days of railways the companies 
were obliged by law to run one train a 
day, known as a Parliamentary train, 
at minimum fares, suggests that a more 
appropriate term for the recent setting 
Parliamen- 
time 


forward of clocks would be 
tary rather than ‘‘ summer ”’ 


* * * 


rhe train had been held up in a snow 
drift for two days. Late on the second 
afternoon a man sitting in a corner 
window noticed that his vis-a-vis 
looking and far from well. 
Being kind hearted, and an experienced 
train traveller, he said “Excuse me, 
sir, perhaps you feel better if 
you changed places with me Back to 


seat 


was sick 


would 


the engine you. know.’’—From _ the 
‘Glasgow Herald.’’ 
* * * 

[The loose ends of American civilisa- 
tion flowed slowly past the big Pull- 
man window Our locomotive clanged 
the dismal bell, that carries to every 
British car a hint of Sunday morning 
(nothing seems odder to Englishmen 
than rolling across a continent behind 


Sabbath); and as the 
tracks wandered uncertainly through 
the dishevelled outskirts, backyards 
and building lots lay all unsoftened 
in the hard American light.—From 
Ragtime and Tango,” by Philip Gue- 
dalla. 


a disemb« died 


MINISTER OF TRANSPOR1 

Some M.Ps. are out to scalp Captain 
Euan Wallace, Transport Minister. Well, 
he may or may not be a good Minister, 
but I like his informalities in the House 
of Commons Last night he said, in 
reference to transport problems, that 
he would do his best to have eves all 
round his head: and the other day, in 
reply to some criticism, he remarked 
that he not that sort of chap.”’ 

He reminds me of the late ric 
Geddes. On one occasion in the House, 
Eric was Transport Minister, 
giving an account, I think, 
negotiations, and repeatedly 
used phrase “TT said, ‘ Look 
here.’ Che late Earl of Oxford 
and Asquith (he was Mr. Asquith then) 
made great and humorous play with 
that “I said, ‘ Look here,’’’ when he 
followed Sir Eric Asquith, an orator, 
neither liked nor practised the conver 
sational style when speaking in public. 
He would writhe at some of the present 
day Parliamentary phrases.—from “The 
Evening News.” 


was ~ 
Sir 
when Sir 
he was 
of some 


the 


SHE NOTICED THE PORTER'S NUMBER 

A railway porter was at Tower Bridge 
Police Court last week sent to prison for 
two months on a charge of stealing a 
silver and tortoiseshell jewel case, a 
diamond and _ platinum bracelet, a 
diamond and silver brooch, and three 
pairs of paste and pearl earrings, the 
property of a woman living at Camber 
ley, Surrev. He pleaded guilty. It was 
stated that on February 16 a woman 
arrived at Waterloo Station by taxicab 
and handed a porter her case and hat- 
box, asking him to put them on the 
Camberley train. About an hour later 
she saw the porter, who had found her 
a seat and put the things on the rack. 
She noticed his number, and on getting 
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home missed the jewellery, and repo~ted 
her loss to the railway company, g) ing 
the porter’s. number. Mr. Beri. ard 
Campion, K.C., the magistrate e 
marked: ‘I cannot’ understa1 a 
lady who was cautious enough to ce 
a porter’s number being careless e1 h 
to leave valuable jewellery in an unl d 


handbox in charge of a porter.’’—/ 
‘* The Evening Standard.”’ 

* * * 
CLASS 
(Somerset 


FIRST 
A West Monckton 
who is shortly to report as a su 
mentary reserve officer has 
from the War Office a first class 
way warrant from West Monckto1 ) 
Taunton. West Monckton is a vil 
just about three miles from Taunton «id 
its nearest railway station is Taunto 
From ‘‘ The Evening Standard.”’ 
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unless upon proof that such loss, 
Propnetor's servants employed in or about the Railway 
do so subject to there being room in the Train 
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Return Tickets 1 6 1 30 10] Keturn Tickets - . 1 6/1 3/0 10 
| 
NOTICE. 
This Table 1s intended to fix the time shortly before which Passengers may obtain their Tickets for any journey from the 
Stations therein named, it being understood that the Trains shall not start from them before the appointed time; but the Pro- 
a ; ’ 4,4 ng 0 
prietor of the Railway gives notice the will not undertake that the Trains shall start or arrive at the times specified in this 
Table. or be accountable for any loss or inconvenience in consequence of, or injury which may arise from, delay or detention, 


nconvenience, injury, delay, or detention, arose in consequence of the wilful misconduct of the 
Passengers booking at Seaham Colliery and Ryhope Stations, can only 
Passengers cannot re-book by the same Train, or be permitted to break their journey | 














G * Waits @ reasonable time to take up Passengers from Hartlepool Train » 





PCr) 


Sranam Hanpock 


Puixtep sy S$. Ricnaurs, “ WeEkLy News” Orrict, 3, Nocra TERRACE. 


Probably the last timetable of the Londonderry (Seaham & Sunderland) 


Railway. 


It was vested in the old North Eastern Railway by Act of July 30, 


1900. but the formal transfer did not take place until October 6, 1900. 

The first sod of this railway. the property of the Marquis of Londonderry, 

was turned on February 8. 1853; the line was opened in part on January 17, 

1854, and throughout on August 3 of the same year ; and passenger carrying 
began on July 2, 1855 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


INDIA 


olling Stock Programme for 
1940-41 


Railway Budget is to be placed 
e the Central Legislatures on 
iary 16, and, it is understood, 
derable modifications have been 
in the rolling stock programme 
1940-41, the net effect of which 
be an increase in expenditure of 


it Rs. 75-78 lakhs. ‘The original 
ramme involved an expenditure of 
383-67 lakhs, excluding amounts 
eable to ordinary revenue, but 
iding Rs. 278-20 lakhs from the 
reciation Fund. More’ throw 
irds from the current year and 
rise in prices due to the war are 
nsible for the increase. (Rs. 1 
£7,500. ) 
New Construction 
\ccording to the original expecta 


of the Railway Board, no further 

nditure is anticipated on new con 
iction projects. Of the lines under 
struction, the Sind Right Bank 
ler Railway is expected to be com 
ed during 1940-41 and a small sum 
resenting the cost of the concluding 

; of this scheme is to be provided. 
lt is believed that the Railway Board 
for the purchase 
the Hardwar-Dehra Railway at a 
t of about Rs. 13} crores. With 
adjustment of the cost of materials 
works, the net 
expected to be 


made provision 


cash 
about 


cased from 


12} crores. 


Open Line Works 


Che estimates for open line works are 


it at Rs. 854-18 lakhs, a figure that is 
bout Rs. 50 lakhs more than the 
iginal provision for 1939-40. Of this 


Ke 


] 


n, works in progress will absorb 
mut Rs. 181 lakhs and the expendi- 
ire on track renewals is estimated at 
539 lakhs. Other new works are 
be provided for to the extent of 
133 lakhs. It is reported that the 
t Indian Railway programme in- 
des provision for essential works 
quired in the interests of safety, and 
provide facilities urgently needed for 
satisfactory movement of traffic; 


ch as signalling, interlocking, loops, 
| marshalling lines. 
All the estimates of costs are based 


pre-war prices and additional pro- 


sion will become necessary to meet 
rise in prices resulting from war 
nditions. 


There are indications in the budget 
it the Railway keenly 
ixious not to allow essential works of 
abilitation and replacement to fall 
{o arrears on account of the outbreak 
war. Recently the resources of the 
ist Indian Railway have been 
atly strained in point of engine 
wer and line capacity, and it is 
itisfactory to note that due atten 


3oard is 


tion is being given to the renewal of 
and addition to the plant = and 
machinery in workshops and running 
sheds to insure that the rolling stock is 
maintained in proper condition. 


KENYA AND UGANDA 


Important Main Line Realignment 
and Regrading 

The present 3l-mile section of the 
main line, between Uplands and Naivasha 
has a ruling gradient against down 
trains of 1 in 50 uncompensated for 
curvature, a fact that seriously limits 
the loads and lengths of trains between 
Nakuru and Mombasa. Accordingly, a 
scheme for the extensive realignment 
and regrading of this section is now in 
hand, which will reduce the ruling 
gradient against the load to about 1 in 


85, compensated, and enable much 
longer trains to be run between those 
points. 

Uplands—Longonot Section 


The work is divided into two Sections, 
(1) Uplands—Longonot, and _ (2) the 
little summit at mile 382 just beyond 
Longonot station down to Naivasha. 
The former is a very heavy section, and 
the realignment, as well as obviating 
countergrading down into a dip near 
Kijabe by providing a continuous grade 
throughout, reduces the length of the 
section by 1} miles and has less curva- 
ture. To effect these improvements the 
line has to be carried along the steep 
slopes of the main Rift Valley escarp- 
ment on retaining walls and heavy 
earthworks, including eleven embank- 
ments over 70 ft., four over 100 ft. and 
one 148 ft. in height, and involving over 
60,000,000 cu. ft. of earthwork estimated 
to cost £150,000. Though bridgework is 


light, some of the culverts are over 

















Longitudinal section and plan of part 
of the Kenya & Uganda Railway main 
line to be regraded and realigned, in 
order to permit of the running of heavier 
loads from Nakuru to Mombasa 
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400 ft. in length and the topography 
necessitates several curves and changes 
of gradient in their alignments. 

Some 2,000 natives are already at 
work but the heaviest earthworks are 
to be done by mechanical plant, which 
has already arrived from America, and, 
under the supervision of 50 men, will do 
the work of 1,000 labourers. Each ma- 
chine is estimated to move 25,000 cu. ft. 
of earth daily. 


Longonot—Naivasha Section 
On the second section from the 
summit down to Naivasha, the easier 


gradient is secured by additional deve- 
lopment of length and the new line 
will be 24 miles longer than the old, 
which it crosses and recrosses with long 
curves. Two additional station sites are 
provided on this section, against future 
increase in traffic. Unlike the first sec- 
tion this one involves only light earth- 
work. 

\t one point the new alignment cuts 
across some prehistoric remains, which 
are, however, to be dug out by anti- 
quarians before the railway reaches 
them. 


MOZAMBIQUE 


New Line Opened 
An 18-mile 3 ft. 6 in.-gauge line of the 
Mozambique Railways between Mane- 
cuna and Malema was opened to traffic 
on December 29. It is an extension west- 
ward of the Lumbo (Mozambique) 
Manecuna line, which now has a total 


o7« 


length of 272 miles. 


NEW ZEALAND 


Hillside (Dunedin) Workshops 

the railways recently acquired a 
block of land for the purpose of Hill- 
ide shops extension and for providing 
idditicnal storage room. These work 
hops do all the locomotive work for 
the South Island and recently their 
work has increased considerably. 

There are 184 apprentices employed 
it these trained in various 
trades. The department provides a 
pecial school with full-time instruc- 
tors to enable the apprentices to learn 
the theoretical their trades. 
Ihe apprentices are required to attend 
the King Edward Technical School and 
the department arranges for the pay- 
ment of their Two scholarships 
are granted each year, and successful 
students are required to continue their 
studies, but . the department also 
wccepts responsibility for payment for 
at an approved engineer- 
A suitable position in the 
is found for graduates. 


hops, 


side cf 


fees. 


their studies 
ing college. 


railway service 


New Locomotives 


Ten of the new “J” class 4-8-2 
type locomotives built by the North 
British Locomotive Company, Glas 


gow, for the Government Railways, are 
now in service in the Auckland district, 
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and for some weeks have been working 
regular freight and passenger runs. 
They are proving efficient, well-built 
engines with good steaming and run- 
ning qualities. The first two were 
landed at Wellington on September 13, 
1939, and since then others have been 
arriving in regular batches as deck 
cargo, having been already erected in 
Scotland. Meanwhile, during the past 


four months six ‘‘ Ka”’ class 4-8-4 
type engines have been placed in 


regular running at Wellington. 
South Island Main Trunk 
Extension 
A length of 12 miles of the extension 


northwards from Parnassus of the 
South Island main trunk line was 
opened for traffic on November 27, 
1939. The new terminus is at Hun- 


dalee at the point where the Conway 
river crosses the main road to Kaikoura 
and Picton. Only goods services were 
worked until December 11, from which 
date there has been a complete pas- 
senger and goods service. 
Railway Exhibits at the Centennial 
Exhibition 
[On page 352 in our issue of Septem- 
ber 8, 1939, we published a brief article 
comprising a general description of the 
railway exhibits at this exhibition, which 
is at present being held in Wellington. 
Our correspondent has now sent us more 
complete details of the exhibits, which 
are set forth below, to be read in con- 
tinuation of the article referred to above. 
-Ep., R.G.] 


The Model Railway Control and 
Equipment 

The model railway is controlled from 
a central control well equipped with an 
illuminated diagram and _ interlocking 
machine. This and some of the other 
exhibits are illustrated on page 294. The 
locomotives and rolling stock on this 
model system include _ electrically 
driven working models of one of each 
of the following classes of steam loco- 
motive: ‘“ K,” ‘‘ Wab,” “J” and 
“Ab.” also an electric ‘‘ Ed’”’ loco- 
motive, a New Plymouth type diesel 
railcar, and a Johnsonville type multiple- 
unit car and trailer. Also in the loco- 
motive yard or goods yard stand a 
“|.” tee “Ls. two" 2.” an ~ 2” 
a “Q” and an old type “C” 
motive. 

The trains in service are (a) one com- 
plete Limited express train consisting 
of two first and three second class cars, 
two sleeping cars, and one van, with 320 
passengers; (b) one complete goods 
train made up of the following wagons : 


loco- 


one “G’”’; two ‘“ Ug,” for horses: 
one “H’”’; two “T,” carrying 40 
cattle; two “J”; two “S,’ with 180 
sheep, 50 pigs, and 8 calves ; five ‘‘ La,”’ 
containing coal, cases, etc.; three 


‘“Ub”’ for motorcars, large cases, etc. ; 
four “‘ Uc”’ for petrol, etc. ; two ‘‘ Vb,”’ 
specially built for chilled meat; two 
‘ W,”’ loaded with cardboard containers, 
two ‘‘ Xa,”’ equipped for fruit ; also one 

Zp’”’ luggage van and one brake van. 

The following are some of the princi- 
pal full-size exhibits, arranged according 
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to the branches of the railway to which 
they belong :— 
(a) Way & Works Maintenance Branch 

A two-man standard type of pulling veloci- 
pede, as supplied to gangers and surfacemen. 

An inspection velocipede with a 24 h.p. air- 
cooled motorcycle engine, as supplied to district 
engineers, inspectors, and foremen. 

A gang motor trolley with fan-cooled utility- 
type 3 h.p. engine, as supplied to line gangs on 
branch lines. 

A section of complete 85-lb. track with motor- 
operated switches. 

A bridge stress recorder, set up and operating 
on a welded test frame, and 

A series of rail sections, showing an historical 
record of the evolution of rail profiles. 

(b) Signal and Electrical Branch 

A full-size working 23-lever all-electric inter- 
locking machine, controlling station yard points 

motors and signals, located in the control 
well and visible to the public from the exhibits 
platform. 

A searchlight type of signal which may be 
worked by the public, or automatically. 

A set of tablet instruments arranged for a 
switch-out station. 

An automatic tablet exchanger model. 

Sets of complete points mechanisms working 
with driving, locking, and detection rods; 
(fitted to Maintenance Branch exhibit). 

A flashing-light signal worked by the public. 

A traction rectifier cubicle; containing a 
rectifier bulb and smoothing equipment. 

A floodlight unit, and 

A complete train control apparatus, including 
relavs, cables, etc. 

(c) Locomotive and Workshops Branches 

The cab of “* Ka”’ 4-8-4 streamlined, locomo- 
tive showing all mountings and fittings on 
boiler ; the public can enter the cab. 

The front end of “‘ Ka ”’ locomotive projecting 
from a tunnel, showing the streamlining. 

The welded underframe of a _ four-wheel 
wagon, without floor, so as to show draw-gear, 
brake gear, wheels, etc.; the brakes can be 
worked by means of driver’s brake valve. 

A section of an air-conditioned sleeping-car, 
which public can enter. 

A roller-bearing car bogie. 

Models of various special fittings such as a 
Westinghouse brake pump in section; old and 
new types of locomotive electric generators ; 
oil, carbide and electric locomotive headlamps ; 
locomotive injectors, in section; double bucket- 
type seats, as now standardised in first class cars 
and also second class seats. 

Specimens of castings and forgings, showing 
types of work carried out in railway workshops ; 
locomotive side rods in various stages; and a 
” class locomotive cylinder 


section of a “K 
complete. 

(d) Publicity and Advertising Branches 

The work of these branches involved the 
designing and painting of the mural, the maps 
of New Zealand and the whole of the miniature 
landscape; also the painting of buildings, 
structures, rolling-stock and other miscellaneous 
models. The maps are of two kinds (1) routes 
and towns, and (2) transparencies and towns 
indicated simultaneously by spotlight. 

Departmental staff is appointed to 
act as operators, and demonstrators of 
the whole railway exhibit, and 22 loud- 
speakers announce recorded descriptions 
of it. 


UNITED STATES 


St. Louis Municipal Bridge 

The first regular use by passenger 
trains entering St. Louis, Missouri, of 
the railroad deck of the St. Louis muni- 
cipal bridge began on January 15, when 
the eastbound Spirit of St. Louis of the 
Pennsylvania Railroad was routed over 
the bridge. The municipal bridge was 
planned in 1906, in which year St. Louis 
voted the first bonds for its construction. 
Lack of funds prevented the completion 
of the structure, but in 1917 the highway 
deck was placed in use. Since 1929 the 
railroad deck has been used by two 
terminal shunting companies, namely, 
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the Alton & Southern and the Man: /ac- 
turers’ Railway. The bridge is now to 
be used by the Pennsylvania, the ‘ew 
York Central, the Baltimore & Ohio, «nd 
the Missouri Pacific Railroads. 


The Navajo Discontinued 

The Navajo, which the Atchi 95n, 
Topeka & Sante Fe has_ oper ‘ed 
between Chicago and Los Angeles since 
October 1, 1915, was discontinued on 
January 14, after 25 years of ser\ ce 
This was due in part to a transfe 
patronage to other trains and also to an 
adjustment in schedules permittiny a 
reduction in train mileage. Under ‘he 
new arrangement, the California Lim‘ ed 
leaves both Chicago and Los Angeles at 
times closely approximating to those of 
the Navajo. Also additional cars hive 
been added to the Fast Mail to hai 
Chicago—Kansas City business. 

Hobby Trains 

The hobby trains operated by 
New York, New Haven & Hart! 
Railroad carried more than 14,000 « 
tomers over 28,000 miles during 199 
These figures cover special runs (ex: 
sive of ordinary cheap excursion trai 
in which some sport or hobby is int 
duced as a supplement to the railr 
journey. They include snow trains, t1 
for railroad enthusiasts, and camera 
cycle, fold-boat, fishing, and “ thrill 
trip ’’ trains. From December 30, 193 
to April 6, 1939, more than 8,300 New 
Yorkers alone took advantage of sn 
trains operated by the New Haven li 
and from mid-May to mid-Octol 
camera-cycle and fold-boat trains fr 
New York carried 1,000 passengers. 


J 
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Asphalt Ballasting 

In order to test the practicability 
using asphalt in place of ordinary ballas 
for permanent-way work, a length 
600 ft. on the New York Central System 
has been laid experimentally with a 
mixture of crushed stone and asphalt to 
a depth of 8 in. under the sleepers and 
so that in the centre of the track its 
surface is 1 in. below the tops of the 
sleepers with slopes towards each side 
for drainage. It is hoped that this will 
reduce maintenance costs and provide 
better drainage. 


BRAZIL 


Conference of State Governors : 
Co-Ordination of Transport 

At a conference of State Governors 
held recently under the presidency of 
the Minister of Transport, Sr 
Mendonca Lima, important problems 
were set down for discussion at a furthet 
meeting to be held in the near future 
Various matters relating to co-ordina 
tion of transport were put on _ the 
agenda, which was finally composed 
of the following items :— 

(a) The use of the Amazon waterway’ 
building of landing stages, widening of 
narrow channels, and _ construction of 
warehouses on the river side. 

(6) Economical use of the northwestern 
system of highways, subordinating new 
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port services, and the development of 


tr 
ne ndustries to the roads already made. 

Measures to facilitate joining the 
n iwestern highways with the Amazon 
I via the Tocantins valley. 

Road and rail rates and fares between 
( 4 and Bahia. 

Improvements on the Victoria to 
Mis Railway, its junction with the Central 
Ro |way in the valley of the Rio das Velhas, 
f tating export by the port of Victoria 
( unta Cruz. 

Outlet and circulation of the produce 
the south of Bahia, north of Espirito 
Sento, and north-west of Minas by the 
I ida de Ferro Bahia e Minas, Rio- 
N is-Bahia trunk road, and by the linking 


f the Central Railway, Réde Mineira 
de Viacao, Leopoldina Railway, E.F. Bahia 
‘ nas, and the navigation services of the 
River Sao Francisco. 

Ports of Angra dos Reis, Sao Sebas- 
tijo, Ubatuba, and the railway branch 
| ; which connect them with the south of 
Minas, Sao Paulo, and State of Rio de 

eiro, relieving congestion over the 
Central Railway via the Serra do Mar and 
the branch line from Sao Paulo. 

Joining-up of the Minas triangle and 
Paulo with Goyaz and Matto Grosso, 
ilso Goyania with Annitapolis. Means 
of communication with the regions around 
<Ao José do Tocantins and Araguaya. Con- 
tion between Goyaz and Matto Grosso, 
azil-Bolivia. 

Improvement of navigation on the 
rs Araguaya and Tocantins. 

Co-ordination of transport 
Sao Paulo; namely the Central 
Mogyana Railway, Sao Paulo Railway, 
Sorocabana, Mayrink, Sao Paulo-Rio 
Grande, Northwestern, and other systems. 

k) Rivers Paraguay, Parana, and Uru- 

iy: their ports and navigation; con- 

t with Bolivia and Paraguay with a 
view to export to other South American 
ountries. 

) Sao Paulo-Rio Grande Railway and 
éde Viacgéo Riograndense: joining-up 
th Uruguayan transport systems taking 
lvantage of the Rio Grande do Sul water- 
iys. 

m) Ports, workshops, manufacture, 
iintenance, and improvement of rail- 
iy rolling stock. 

n) Standardisation of permanent way, 
comotives, and rolling stock. 

») General highways plan. 

p) Fuel, other materials, and working 
ditions in all transport undertakings. 

q) Administration and accountancy of 
ransport services ; estimates, receipts and 
<penses. 

The various State Governors 
granted a reasonable period to study 
1e subjects mentioned prior to the 
full discussion at their next meeting. 


serving 
Railway, 





were 





Leopoldina Railway 
The Minister of Transport has autho- 
rised this railway to purchase four 
Beyer-Garratt locomotives, their cost 
to be defrayed from the 10 per cent. 
mprovements fund. He has also re- 
quested the Minister of Finance to 
place to the credit of this railway, in 
he Bank of Brazil, the sum of 10,000 
mtos in accordance with the terms of 
lecree-Law No. 1474. 
Railway Deficits 

Deficits on the railways controlled 
y the Union in 1939 totalled 232,173 
ontos of reis. Receipts increased to 
315,509 contos but expenses were also 
higher at 545,682 contos. Excluding 
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the railways which showed credit 
balances the receipts and deficits of the 
railways principally concerned were as 
follow :— 


Railway Receipts Deficit 
contos contos 
Central 220 257 160,473 
Northwestern . ; 33,733 12,346 
Viacaio Leste Brasilei iro 13,213 24,698 
Réde de Viacaio Cearense 8,367 7,001 
de Goyaz ; a 6,145 3,676 
Bahia e Minas 3,016 8,115 
S. Luiz a Therezina 2,222 3,424 
da Braganca.. * 2,174 3,193 
Central do R. Grande do 
Norte 1,283 2,403 
Marica ‘ = 1,140 2,060 
Central do Piauhy is 439 2,996 
Petrolina a Therezina .. 166 1,964 
Tocantins - 26 444 


ARGENTINA 


Funds for State Railway Extensions 


The expenditure of over 12,000,000 
pesos on extensions and improvements 
to the State Railways was authorised 
by a Government decree issued by the 
Ministry of Public Works on January 10. 
This sum is to be distributed as follows : 

$ paper 
1,550,000 
1,000,000 

849,100 
751,200 
500,000 


Parana-Rio Grande line 
Transandine Railway 
4 squel branch line .. 

.a Paz-Feliciano and San Jai aime line 
P ie de Palo to Mendoza branch 


Salta-Soc compa line 500,000 
Julio V Gonzalez-Pichanal line 425,000 
Tostado to General Pinedo line 382,000 
7 to Quines branch 195,000 

San Juan to Jachal branch 190,000 
Rosario de la Frontera-Antilla line 150,000 
Metan to Barranqueras branch . 78,000 
La Banda to Santiago del Estero line 75,000 
Oran to Bolivian frontier branch 25,000 
Federal-Curuzié-Cuatia line 5,000 


Renewals and equipment .. 5,101,000 
Purchase and expropriation of land 225,000 


Total 12,001,300 


GERMANY 


Training of Entrants to Reichsbahn 
Service 

New regulations have been made con- 
cerning the form of training for per- 
sons from technical colleges who desire 
to obtain permanent employment in 
the technical services of the Reichs- 
bahn. The increased traffic, the 
extensive new works and rolling stock 
programmes, and the alterations neces- 


sary on the Austrian, Sudeten, and 
other newly-acquired sections of line, 
have created a demand for qualified 
men. The courses last two years and 


vary according to the department the 
candidate desires to enter. Thus, in 
civil engineering the course consists of 
8 months on outside work, 2 months 
in the telegraph workshops, 3} months 
in traffic operation, 2 months in the 
signal shops, 2 months in outside signal 
and _ telegraph work, and 6} months 
technical office work. In the locomotive 
department the candidate must do 


15 months on the footplate, 6 months 
in the departmental school. 13 months 
in the repair shops, and 1} months 


in a running shed or electrica! overhead 
equipment shop. The usual examina- 
tions must be passed before an appoint- 
ment is secured. The technical schools 
attached to the army are recognised as 
equivalent to other technical establish- 
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ments in considering applicants in the 
first instance. 


ITALY 


Doubling on the Simplon Route 


Increase of traffic between Italy and 
Switzerland, and between Italy and 
Holland, in consequence of the war, has 
considerably enhanced the importance 
of the Simplon route, the doubling of the 
Arona-Domodossola section of which 
will be completed by the end of this 
year ; this section is also to be electrified 
in the course of 1941. These measures 
will facilitate the handling of the heavy 
traffic from Genoa to Switzerland as well 
as that via Milan, the former following 
the more direct Alessandria-Novara- 
Arona route, which avoids Milan, and 
forms a short-cut to central and western 
Switzerland. 

Milan business interests are also 
urging upon the State Railways adminis- 
tration the necessity for doubling the 
Arona-Gallarate-Milan section, as traffic 
on it is increasing so greatly. The 
principal difficulties presented by this 
doubling are the two bridges over the 
Ticino, and the Vergiate tunnel, all of 
which were built originally for single 
line. The matter is now being considered 
by the Ministry for the Communications 
and a decision is expected shortly. 


SWITZERLAND 


Favourable 1939 Results 

According to the provisional figures 
available regarding traffic on the Federal 
Railways in 1939, total receipts 
amounted to about fr. 358,517,000, or 
fr. 35,376,000 more than in 1938. The 
increase chiefly concerns goods traffic. 
Working i So ag actually de- 
creased again by fr. 3,609,000, totalling 
some fr. 212,590,000, the net receipts 
being therefore fr. 145,927,000, or 
38,985,000 higher than in 1938. 


Additional Credits 

The credit of fr. 9,870,000 granted 
in 1935 for the Berne-Wilerfeld four- 
track deviation has been increased by 
fr. 1,000,000 to cover alterations at 
the northern end of Berne station in 
connection with the re-arrangement 
of tracks and widening. A sum of 
fr. 7,822,000 has also been allotted by 
the parse see inet board of the Federal 
Railways for the purchase of 28 
coaches and 280 wagons. Twenty of the 
coaches will be of lightweight design 
for internal services. 

New Ski-Lift 

A new ski-lift on the Constam system 
has been opened, leading from Stoos— 
1,290 m. (= 4,231 ft.) altitude, and 
terminus of a cable railway from 
Schwyz, near the Lake of Lucerne—to 
the Fronalpstock (1,740 m. or 5,707 ft.). 
The line has a length of 1-5 km., the 
ascent requiring 13 min. It is esti- 
mated that a total of over 1,000,000 
passengers used the Swiss ski-lifts and 
ski-funiculars or sledgeways during the 
1938-9 season. 
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THE OUTDOOR MACHINERY DEPARTMENT—I 


Notes, written in the perspective of retirement, on the constitution, duties, and relationships 


with other departments of the Outdoor Machinery Department of a British main-line railway 


By J. DALZIEL, formerly Assistant Electrical Engineer, L.M.S.R. 


ry\HESE notes, written in the perspective of retirement, 
are based on the writer’s experience of many years 
during which he was responsible for outdoor 
machinery in conjunction with all classes of electrical 
work and for some years also road motors. Such experi- 
ence obviously gave wide scope for, and indeed enforced, 
the formation of ideas as to organisation, methods of 
working and the proper functions of the staff. The resul- 
tant views herein expressed are personal to the writer, 
and, it is hoped, may prove interesting and perhaps useful 
even if only by way of provoking disagreement. 
Initiation and Evolution 

The Civil Engineer’s Department and the Locomotive 
Department in their provision of permanent way and 
motive power respectively, may be said to have preceded 
and pioneered the railway; the Outdoor Machinery Depart- 
ment, like the other departments now existing, came into 
being as the railway grew and as its spreading activities 
called for the provision of machinery for purposes other 
than locomotion. It now serves most of the other depart- 
ments, dealing, for example, with plant for goods sheds 
and yards, with dock and harbour quayside and other 
plant, running shed plant for coaling, watering and other- 
wise servicing locomotives, plant in the locomotive and 
other workshops, lighting, heating, ventilating, hot and 
cold water supply, lifts and other machinery in hotels and 
offices, and a miscellany of other plant as the demand for 
it arises. 

Naturally the type of plant which was of preponderat- 
ing importance varied on the different railways, and with 
it to some extent the method of dealing with, and the 
allocation of responsibility for, outdoor machinery gener- 
ally. Thus in some cases where docks and/or harbours 
were outstanding features of the railway’s commitments 


the quayside machinery and the hydraulic pumping 
stations for working it were put down initially and 
worked by the Civil Engineer; in some cases dock 


machinery was dealt with by a special department, some- 
times independent. In the main, even before the 1923 
amalgamations and reorganisations, outdoor machinery 
including dock and harbour machinery had become an 
adjunct of the Locomotive or Mechanical Engineer who 
was responsible for both the provision of new plant and 
for maintenance. 


Pre-electric Organisation 
On most of the larger railways, for many years prior 
to the amalgamations, the Chief Mechanical Engineer dealt 
with this class of work, generally with the assistance of 
the Locomotive Works Manager but otherwise through 


an organisation separate from his locomotive organi- 
sation. Though differing considerably from _loco- 
motive work, both in its engineering character 
and in operating conditions and requirements, the 


work was still mechanical engineering, but its volume 
was small as compared with the locomotive work. 
Repairs, and such new work as was done, were carried 
out in the locomotive works, mainly in the millwright’s 
shop, where they were kept separate from locomotive 
work, although the pattern shop, foundries, forge and 
blacksmith’s shops were drawn on as required, as well as 


the large machine shops for special machine work. 1). re 
were not the same objections to the use of a machine for a 
special job in these earlier days as nowadays when } js 
would almost certainly involve breaking into a rostc: d 
work programme with much delay to the special work 

In some cases O.D.M. work was_ supervised 
operated more independently of locomotive work that in 
others, but on most railways the organisation conforid 
roughly with the following :— 

In addition to the millwright’s shop and its forem 
the headquarters staff of the O.D.M. Department « 
sisted mainly of the hydraulic and general or outd 
machinery drawing office. Outside, maintenance work 
light repairs were done under the charge of the Dist: 
Locomotive Superintendents by men trained in this class 
of work whose duties were confined thereto and who t 
no part in the locomotive work of the depot. Heavy ove: 
haul and repairs and also erection of new work not don 
contract were carried out by staff sent out from the mi 
wright’s shop at headquarters who were supervised by a 
headquarters outside foreman or assistant and by tli 
District Locomotive Superintendents. The reinforcement 
thus of the local outside staffs enabled them to carry on 
with minimum regular numbers. These arrangements fur 
tioned well on the whole. Where, however, as was 
frequent, the millwright’s shop was also responsible fo: 
epairs and alterations in the locomotive shops, the execu 
tion of such work on occasion clashed with repair and 
breakdown work to be done on, and caused _ justifiabl 
complaint of delays by the users of, outdoor plant. In 
the writer’s experience in such circumstaypces, as was 
perhaps to be expected, the work in the shops took 
priority unless those concerned with the outdoor machinery 
work took special steps to push it. 


Advent of Electric Operation 

So matters stood till about the late ’90s, with hydraulic 
power operation well established on all the railways for 
goods yard, shed, and dock and harbour working, steam 
in extensive use both for cranes and pumps outside, and for 
shop and other drives inside, a few gas engines, and 
perhaps a very occasional oil engine. 

Meanwhile the widening development of the railway had 
brought into being other departments, notably the Tele- 
graph Department, which on some railways became the 
Electrical Department and was responsible for the intro 
duction of electric lighting and the installation of the first 
railway electric power houses. As no locomotive man 
would ever concede that a telegraph engineer could have 
any proper conception of mechanical engineering, the 
former were not unduly disturbed by these power house 
developments, and it was not until some 40 years ago that 
the application of electric operation to machinery in general 
and to outdoor machinery in particular introduced a factor 
upsetting to established practice, and brought to the fore 
the question of how such application was to be dealt with. 

On the Midland Railway the able and eminent Locomo- 
tive Superintendent, Mr. S. W. Johnson, backed by his 
assistant, Mr. R. M. Deeley, who was technically even 
more able and who happily is still enjoying a youthful 
old age, claimed jurisdiction over such applications as a 
whole, electrically and mechanically. Report has it that 
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vas impelled to make and press this claim by the sug- 
yn of the Electrical Superintendent, Mr. W. E. 
La» gdon—also an outstanding figure and previously a 
Government officer—that with the imminence of general 
ra way electrification the time was approaching for 
the Electrical to take over the Locomotive Department, 
a ouggestion which, though it has proved premature, 
loc xed less so then than now. 

he jurisdiction Mr. Johnson asked for was accorded him, 
a some few years later power station, and the remain- 
ing heavy electrical work was likewise transferred to the 
Locomotive Department, thus giving it responsibility for 
al’ heavy-current work, leaving light-current, message and 
si-nal work with the Telegraph Department. 

[wo years later on the Midland the electric and 
hydraulic and general drawing offices were combined, so 
iking the fusion of electric with outdoor machinery work 

that railway complete; these arrangements, modified 
only by some further unifications, lasted at Derby until 
| after the amalgamations. 
Organisation on Other Railways 
So far as the writer is aware no equally complete 
sion obtained on any other railway, and there were 
eat variations. Generally outdoor machinery was the 
sponsibility of the C.M.E.; where this included electrical 
ichinery the electrical parts were indented from the 
‘lectrical Engineer who took responsibility for them and 
ho was sometimes chief of an electrical section of the 

M.E. Department. At least on one railway, an inde- 
pendent Electrical Department carried primary responsi- 
bility, both mechanical and electrical, for all electrically- 
operated plant, but had no jurisdiction over purely 
mechanical machinery; as it happened in this one case this 
department had no telegraph or signal responsibilities. 


Relationship of Electrical to O.D.M. Work 


We therefore come to the discussion of the relationships 
of the Electrical to the Outdoor Machinery Department, 
ind of the electrical to the mechanical portions of electri- 


cally-operated—which in these days means practically all 


new—plant. The later comments on the functions of 
the O.D.M. in relation to the requirements of 
the using departments, which it serves, have a_ bearing 
on this discussion and should be read in conjunction 
with it. The Midland system, dealing through one staff with 
machines of the same type, whatever their motive power, 
and with individual machines as an indivisible whole, is 
the most logical and efficient. The next best is that where 
electrical machinery is dealt with as an undivided whole, 
but in this organisation it is a weakness that the same 
type of machine, say a crane, is in the jurisdiction of 
different departments according to its motive power, pos- 
sibly involving, in the case of new plant, the preparation 
of competing schemes and a choice being made other than 
by engineers on engineering considerations. 

The alternative of a purely mechanical department, 
drawing its electrical supplies and placing its electrical 
responsibilities on a separate electrical department, makes 
the construction and maintenance of an electrically-driven 
machine the concern of two sets of people, and envisages 
it as comprising two separate entities capable of being 
dealt with independently, which is certainly not so. It also 
divides responsibility, which is fatal. 

There have been cases where a so-called electric machine 
has been evolved by tacking on electric motors and control 
gear to a design evolved fundamentally for operation by 
hydraulic or other power. While such a machine may 
work, it can never be fully successful or represent any 
teal development. 

A typical instance is the application of electric opera- 
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tion to the standard hydraulic-type coal hoist. This 
makes no step forward because it eliminates none of the 
well-known deficiencies of coal hoists and in perpetuating 
the heavy short period power demands made by this type 
of machine tends to eliminate the advantage of cheap 
electric power supply. These peak demands are easy to 
meet with hydraulic accumulator storage, but if they are 
not to be allowed to come directly on the mains, when they 
would make the load very unfavourable and objection- 
able, must be met by battery storage or by flywheel 
storage of the Ilgner or similar type. In the writer’s view, 
with due knowledge and account of the nature, possi- 
bilities and characteristics of electric drive, electrically - 
operated coaling plant would take an entirely different and 
improved form; if adherence to the hoist type of machine 
is essential, but with electrical operation, the best way 
to apply the latter is through a pump and accumulator. 


Operating Features and Electrical Characteristics 

Structure, sections, bearings and the like, may be 
regarded perhaps as mechanical matters, though, as 
regards the stresses for which they must provide, these 
may differ considerably in the same type of machine as 
between electric and other power operation, and may 
even differ as between one type of electric motor and 
another. 

The evolution of the machine in relation to its duties 
and the inter-arrangement of its parts calls for adequate 
knowledge of both mechanical and electrical factors. It is 
by proper selection, governed by adequate knowledge, of 
the varying electrical possibilities, of the characteristics 
produced by differing motor types, of methods and 
arrangements of control, circuits, and brakes, and even of 
type of current used, that the best working results may be 
obtained. It must be remembered that in these days of 
easy conversion, type of current is no longer governed by 
the supply conditions. 

While the limitations imposed by these conditions would 
in general be accepted by the purely mechanical man as 
implicit, the electrically or dually trained man, provided 
he had been made aware of the operating conditions, 
would consider whether these would be best met by using 
d.c. or special a.c. motors of series, or adjustable speed, 
characteristics, e.g., in the case of cranes, ventilating fans, 
etc., and would arrange to convert the supply current 
accordingly, if desirable. 

Provision may frequently have to be made against the 
effects of mechanical inertia on the one hand and the 
limitation of the production electrically of excessive torque, 
especially in the form of snatch, on the other; again, 
while the production of the desired machine in its simplest, 
and at the same time most effective form, is frequently 
a matter of the exercise of mechanical skill and analysis of 
working effects, it is probably as frequently attainable 
by the utilisation of electro-technical effects in motors 
and/or other apparatus suitably selected and designed. 

Finally, even in cases where the electrical side of a 
problem appears of the simplest character, there may be 
considerations of demand, load, or power factor, which have 
a very important bearing on the commercial success of the 
installation but which a purely mechanical man is liable to 
overlook, though he alone may be fully apprised of the 
data concerning them. The writer has in mind especially 
cases such as electric pressure-water pumping installations 
where the mechanical man will obviously prefer the 
straight course of putting down pumps for the existing 
demand, whereas electrical investigation may show the 
proper course to be to reduce demand by conversion to 
direct electric operation of heavily used machines and to 
give special attention to leaky pipe lines, valves, etc. 

(To be continued in our March 15 issue) 
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THE FORTH BRIDGE, 1890-1940 


By JOHN PHILLIMORE 


(See illustration on page 297) 


HE Forth bridge—one of the most remarkable engi- 
neering achievements in the world at the time of its 
erection—reaches its jubilee on March 4, for on that 

day in 1890 it was formally opened by the Prince of 
Wales, afterwards King Edward VII. The North British, 
the Great Northern, the North Eastern, and the Midland 
Railway Companies assisted in the promotion of a com- 
pany for erecting a bridge across the Firth of Forth, 
and the Forth Bridge Railway Company was incorporated 
on August 5, 1873. The foundation stone of the middle 
pier on the Island of Inchgarvie was laid on Septem- 
ber 20, 1878, but little work was done and the Tay bridge 
disaster bred no confidence in Sir Thomas Bouch’s design. 
Eventually Sir John Fowler’s and Sir Benjamin Butler's 
continuous steel girder bridge on the cantilever principle 
was adopted. In my early railway collection I have a 
circular metal paper weight, with the title ‘‘ Forth Bridge 
Steel Punching 1889,’’ on which is also engraved a view 
of the bridge, showing the island, within a thistle wreath. 
The bridge was contemporaneously a stupendous work; 
when. the painters arrived at the end after several years, 
it was time for them to begin again at the other. 

This vast structure, which cost £2,500,000, is a mile and 
a half long and 451 ft. high from the base of the deepest 
pier to the top of the cantilevers, with a maximum of 
361 ft. above high-water level. It has two spans of 
1,710 ft., two of 675 ft., fifteen of 168 ft., and five of 
25 ft. each. It contained nearly 54,000 tons of steel and 
6,500,000 rivets. So as not to impede navigation the two 
principal spans of the bridge were designed to provide a 
clear headway of 157 ft. above high water for a distance 
of 500 ft.; each of these 1,710-ft. spans exceeds in length 
the solitary span of the new Sydney Harbour bridge. The 
first train over the bridge was driven by the Marchionness 
of Tweeddale, and the engine was No. 602 of the North 
British Railway Company. A small army of 45 painters 
is regularly employed in painting the 135 acres of steel- 
work in the bridge. This work has been in constant 
progress since 1883, and about three years are required 
to paint the whole fabric, one coat absorbing 120,000 Ib. 
of paint. 


3efore the bridging of the Forth a train ferry } ed 
across the estuary from Granton to Burntisland. This «as 
inconvenient, slow, and uncomfortable, and althoug!: in 
alternative route was available, it meant a detour by ail 
of 70 miles via Stirling to reach Burntisland from FE. :n- 
burgh, although the two points on opposite sides of -he 
Forth are only about 8 miles apart. The new ro ite 
thus opened gave the East Coast companies an ad\ 
tage over their West Coast rivals of nearly 164 mi es 
to Aberdeen and Inverness, an advantage of which 
most was made. 

It might not be thought that the London, Chatham & 
Dover Railway would be much interested. Neverthel 
I have a decorated invitation card, coloured gold, gr 
and purple, and numbered “‘ 91,’’ issued by the direcivrs 
for a banquet at the Grand Hotel, Trafalgar Square, on 
Wednesday, March 5, at 8 o’clock. There is also a disft 
or corrected proof in French for the banquet which was 
given by the company to the representatives of the French 
railways, while a mauve card has the following black 
lettering: ‘‘To meet the representatives of the French 
railway companies visiting this country on the occasion of 
the opening of the Forth bridge. His Excellency t 
French Ambassador will be present at the banquet.”’ 


The Owning Company 

At the time the bridge was opened, the four promoting 
railway companies had guaranteed interest on the deben- 
ture stock and a dividend of 4 per cent. on the capital 
stock in the following proportions: Midland 323 per cent., 
North British 30 per cent., Great Northern 18? per cent., 
North Eastern 183 per cent. The Forth Bridge Railwa 
Company still exists as the owner of the 4} miles of 
double line railway from Dalmeny north junction to Inver 
keithing ‘south junction, which includes the bridge, and 
since grouping the perpetual guarantee is divided as to 
673 per cent. by the L.N.E.R. (as successor to the thre 
East Coast companies), and 32} per cent. by the L.M.S.R. 
An Act of July 12, 1882, provided that the North British 
Railway should work and maintain the line, -and this task 
has devolved on the L.N.E.R. 








Morden South Station, Southern Railway 


Morden South station was opened on January 5, 1930, 
on the completion of the Wimbledon and Sutton line of the 
Southern Railway. The station serves the larger part of 
Morden, including a portion of the St. Helier L.C.C. Estate, 
and deals with passenger and some parcels traffic, although 
the latter is concentrated mainly at St. Helier, barely half 
a mile away. The station consists of an island platform 
and a passimeter office, and space has been left in front of 
the station for building a booking hall and shops when the 
development of the district warrants it. The figures given 
below, for which we are indebted to the Southern Railway 
Magazine, indicate the manner in which the traffic has 
increased since the opening of the station :— 


1930 1931 1934 1938 


No. of passenger tickets issued 9,840 13,410 30,167 50,817 
No. of season tickets issued .. 235 503 987 2,019 
No. of tickets collected 8,276 22,719 47,444 67,002 


Before the extension of the City & South London tube 
to Morden, the district was entirely rural, and in 1930 
the parish of Morden contained only 698 houses. The 
parish was subsequently merged with the neighbouring 
parish of Merton into the Merton & Morden Urban District, 
and at the end of September, 1937, the four wards of this 
district (which practically comprise the old parish of 
Morden) contained 8,640 houses. The population of 
Morden in 1911 was 1,202, in 1931 it had risen to 12,616, 
and today is estimated at 33,000; the population of the 
whole of the Urban District is about 68,000. It will be 
seen that the figures for the traffic handled at Morden 
South do not altogether reflect the growth of the district, 
which is explained by the fact that a good proportion of 
the passenger traffic is dealt with by the tube, the terminus 
of which is only about a quarter of a mile from Morden 
South. The carriage depot of that line, with its sidings 
and cleaning sheds, actually adjoins Morden South station. 
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THE TRANS-BALKAN RAILWAY 


A brief description of this remarkable line, with its 1 in 37-40 
grades, artificial development of length, and heavy engineering 
works ; also of the heavy 2-12-4 tank engines working over it 
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Gorna Orehovitza—where 


\HERE are two railways across the Balkans in Bul- 
1 earia, and, as mentioned in our Overseas columns re- 
cently, a third is now under construction. The earliei 
of he existing lines is part of the northern west-to-east 
trunk route from Sofia, which, after crossing the western 
pai! of the range north of that city, runs parallel to it and 
through the rich plains between it and the Danube, eventu- 
ally to reach the Black Sea at Varna, the principal port 
of Bulgaria. 
ntil 1913 there was no other line piercing the natural 
barrier of the Balkans between the point where this line 
crosses them and the Black Sea—or for almost the whole 
length of the country. To penetrate this barrier and give 
direct access from Bucharest and the Danube basin to 
southern Bulgaria, Greece, and Turkey, a new line was 
constructed and opened for traffic in that year. This 
mountain railway is of very considerable interest, especi- 


to Alexandropolis can be reached by two routes, as may 
be seen from the accompanying map. 


The distance from Tirnovo to Stara-Zagora is 79-5 
miles, of which the northern 44 miles of line through 


Trevna to Borouchtitza were opened in two sections, to 
Platchkovtzi in 1910, and to Borouchtitza in May, 
1913; the southern 35-5 miles were opened in February, 
1913. Construction was begun from both ends by Bul- 
garian engineers and contractors in 1905-6. 


Difficulties of the Route 
The most difficult section is between Trevna and Tulovo 
in which the main ridge of the range is crossed at Bosovetz 
(mile 40 from Tirnovo) at a height of 2,894 ft. Because 
of the difficult nature of the country, 900-ft. curves have 
had to be freely used and some curves of 820 ft. radius 
were unavoidable. The percentages of curvature to 
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Plan of Trans-Balkan Railway showing connecti 


Right: Map of Bulgarian 


ons at north and south ends. 


railway system indicating the position of the Trans-Balkan line 


ally in its artificial development of length by means ol 


its steep gradients, and sharp 


‘markable spiral curves, 
locomotives with 


curves, and by reason of the unusual 
hich it is worked. 
It runs from Tirnovo, the ancient capital of Bulgaria, 
Stara-Zagora, and connects the important junction of 
the route from Bucharest and 
Rouschouk (Russe) crosses the northern east-to-west main 


line already mentioned—with the junctions of Tulovo and 


stara-Zagora-on the future and existing main lines from 
Sofia to Burgas, on the Black Sea. From Stara-Zagora 


the route of the Orient Express to Istanbul and the line 


straight are 60 on the northern and 53 on the southern 
section. The ruling gradient on both sections is 1 in 40— 
with short lengths of 1 in 37—and is used on 22 per cent. 
of the northern and 39 per cent. of the southern 
section; 38 per cent. of the northern and 24 per cent. of 
the southern section are graded at between 1 in 50 and 
1 in 100. 

The northern ascent is made up the valley of the 
Drenovo, which river the line crosses 14 times before 
reaching Trevna. The main climb begins just beyond that 
station—which incidentally serves the lignite mines near- 
by—and between Platchkovtzi and the summit at Kras- 
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Development of length by complete spiral loop on the 
northern ascent from Tirnovo between km. 56 and 63 
(miles 35 and 39) 


tetz there is a rise of 1,168 ft. achieved by the use of an 
almost continuous 1 in 40 grade, 9? miles in length. The 
engineering works on this ascent are heavy, involving 
cuttings up to 105 ft. in depth, 11 tunnels, and costly 
fills entailing culverts as long as 400 ft. and over. Despite 
the heavy grades, the rise could be accomplished only by 
means of artificial development in the form of an elongated 
spiral loop encircling a spur between miles 353 and 383, 
with, however, only three tunnels 590 yd., 400 yd., and 
320 yd. in length. Where the line crosses over itself at 35-8 
miles and 38-4 miles there is a difference in level of nearly 
300 ft. 

The southern descent is just as steep and its location 























Development by means of S spiral on southern descent 
between km. 76 and 83 (miles 47 and 51) 
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was as difficult. Here artificial development is secured by 
resort to an elongated S, so that between 47°3 miles and 
50°5 miles—points only 684 yd. apart as the crow 
flies—there is a fall of about 330 ft. These spirals, 
however, involve three longer tunnels, roughly 1,100, 531, 
and 623 yd. long. There are but five tunnels on the 
southern section, as against 17 on the northern. 


Special Locomotives 

To work this steeply-graded and tortuous line the Siate 
Railways administration decided to place orders for ‘he 
construction, not only of 2-8-2 and 2-10-0 locomotives, but 
also of a number of 2-12-4 tank locomotives for passenver 
service. Special attention was paid to the question of 
standardising and making interchangeable the parts used 
in the three types mentioned, and thanks to the collabora- 
tion between the two Polish and one German iirm 
concerned, the boilers and many components of the 
frames, engines, and brakes are completely _ inter- 
changeable between all three. 

Under the conditions of contract, the two-cylinder 
superheated 2-12-4 tank locomotive is required to he 
capable of hauling a train of 420 tonnes (413% tons) at 
20 km.p.h. (123 m.p.h.) on a continuous gradient of 
2-5 per cent. (1 in 40) for 17 km. (103 miles), with curves of 
275-m. (902 ft.) radius. The maximum permissible speed is 
65 km.p.h. (403 m.p.h.). The lignite used as fuel has 
a calorific value of 3,800-4,200 calories per kg. (6,840 to 
7,560 B.Th.U. per lb.) and contains up to 30 per cent. of 
non-slagging ash. The principal dimensions of these 
remarkable locomotives, 12 of which were built by thé 
S.A.H. Cegielski of Poznan (Posen), are as follow :— 

700 mm. (27$ in.). 


700 mm. (27% in.). 
1,340 mm. (4 ft. 4? in.). 


Cylinders (2), dia. 
7 stroke 
Coupled wheels, dia ; ie 
Evaporative heating surface, boiler 
tubes 207 sq. m. (2,224 sq. ft. 


firebox 17 sq. m. (187 sq. ft.) 
= = total .. 224 sq. m. (2,411 sq. ft 
Superheating surface .. - ba 84 sq. m. (909 sq. ft.) 
Combined total ve .. 308 sq. m. (3,320 sq. ft.) 
Firegrate area .. at ba .. 4-°9sq. m. (52-4 sq. ft.) 
Boiler pressure . . ee a .. 16 kg. per sq. cm. (227 Ib 


per sq. in.). 

26,600 kg. (58,640 Ib.). 

He ‘a .. 101} met. tons (101 tons 

Weight of engine, in working order .. 149 met. tons (147 tons) 

Water capacity. . ; oe .. 18 cu. met. (3,960 gal.). 

Coa! e “ws si me .. 10 met. tons (10 tons). 

Wheelbase, rigid 4,800 mm. (15 ft. 9 in.) 
es total 14,500 mm. (47 ft. 7 in.). 


lractive effort .. 
Adhesion weight 


The rigid wheelbase of 4,800 mm. (15 ft. 9 in.) is between 
the second and fifth pairs of coupled wheels; the third 
and fourth pairs of coupled wheels have no flanges, and 
the leading and trailing coupled wheels have lateral play of 
35 and 25 mm. (1% and 1 in. respectively). The leading 
truck, of the Krauss type, is capable of 135 mm. (576 in.) 
transverse displacement, and the maximum displacement 
of the pivot of the trailing bogie is 110 mm. (4% in.). 
Uniformity of flange-wear is promoted by the fact that 
different pairs of wheels act as guides, according to the 
radius of the curve traversed. The axleboxes of the 
leading (Krauss) truck are attached to a radius arm: which 
is connected with the leading coupled axle by an 
articulated point, and pivoted vertically in a_ bearing 
capable of 80 mm. (3} in.) transverse displacement, leaf 
springs are used to centralise the radius arm pivot, and 
a spiral spring regulates the position of the bogie relative 
to the frames, so that the bogie flanges do not rub against 
the rails on straight track. 

All the axles are hollow. Reciprocating masses are 
balanced to the extent of 25 per cent., and rotating 
masses, completely, except on the driving axle where the 
limitations of space restrict the balancing to 82.5 per cent. 
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2-12-4 type tank engine specially designed for working the Trans-Balkan line 
YP § FE : 8 § 


« 


Bar frames are used, 90 mm. (3% in.) in thickness; 

ir-point support is provided by the trailing bogie and 

‘ compensated springs of the other seven wheel sets. 

[he boilers of the 2-12-4, 2-10-0 and 2-8-2 type loco- 
iotives are interchangeable, and are characterised by a 
large grate area, necessitated by the low calorific value 
{ the lignite fuel. The distance between tube plates is 
5,800 mm. (19 ft. 0% in.), and there are 38 flues of 
135/143 mm. (5%/53 in.) diameter and 127 tubes of 
19/54 mm. (11/2) in.) diameter. The Schmidt super- 
heater tubes are of 29/36 mm. (1} in./ 17% in.) diameter. 
Two Friedmann injectors are provided, and a Wagner 
feed water purifier is mounted under one of the two steam 
domes. Other auxiliaries include Grahl mechanical 
draught equipment, Teloc speed recorder, duplex sanding 
gear, Friedmann mechanical lubricators, and A.E.G. 
turbo-generator for lighting. Three systems of braking 
are installed, namely, Knorr compressed air brake for the 
coupled wheels and trailing bogie, Hardy vacuum brake 
for the train, and Riggenbach air-compression brake for 
use on severe gradients. 

During trials of the 2-12-4 locomotives between Sofia 
and Pernik on a 5-mile gradient of 1 in 40 with curves 





of 920-984 ft. radius (equivalent to a gradient of 1 in 36) 
speeds of from 18 to 22 km.p.h. (11-2 to 13-7 m.p.h.) were 
maintained with trains of from 450 to 556 tonnes (443 to 
547 tons), the temperature of superheat averaged 320° C. 
(608° F.) and went up to 340° C. (644° F.), with 
80-100 mm. (33-31 in.) draught at the smokebox and 
fuel of 4,500 calories per kg. (8,100 B.Th.U. per lb.). 


New Lines 


Recently the Bulgarian Government has sanctioned the 
expenditure of 75 million leva (£2,350,000) for further 
work on the following lines now under construction: 
Asparouhovo—Kazilik section of the Chumen—Karnobat 
north to south line; Asparouhovo—Sinedel, a new direct 
line to give much better connection between Roumelia at 
Karnobat and the port of Varna; Gornamallina—Sopot, 
forming a section of the Makotzevo—Sopot east-west line, 
destined to improve transport between Sofia and the 
Black Sea; and Gorna Djumaia—Ivorit, a short south- 
ward standard-gauge extension to join the 60-cm. Rupel 
railway. Construction of this last line appears to have 
been delayed more than once. 


No. 502 2-12-4 tank locomotive at 
the head of a goods train at a 
crossing station 








COMMISSIONS ON WAR ContrActs.—Dr. Leslie Burgin, 
Minister of Supply, in answer to Questions in the House 
of Commons on Monday last, on the activities of persons 
alleged to be seeking commissions from firms on Ministry 
of Supply contracts, said that there was no need to employ 
intermediaries because direct access to the Ministry officials 
was readily obtainable. The Minister added that he had 


asked the police to investigate certain cases which had 
been brought to his notice and which appeared to have 
undesirable features. The question of strengthening the 
law was under consideration. He gave an undertaking that 
evidence of commission-seeking brought to his notice 
would be examined with a view to submission to the 
Director of Public Prosecutions. 
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THE CHALK FALL BETWEEN FOLKESTONE AND DOVER 


Some details of how the Southern Railway Engineer’s Department 


tackled the effects of the fall of cliff on the Kent Coast last November 


{E fall of chalk cliff between Abbotscliff and Shake- 
1 speare tunnels on the Southern Railway main line 

between Folkestone and Dover, which took place 
during the night of November, 28-29 last year, is but one 
more chapter in the long record of disturbances to the 
coast in this neighbourhood. Yet, curiously enough, 
there were no records of any previous falls of chalk on the 
particular short length of railway between these two 
tunnels until the last week of November, 1939. At page 
728 of our December 8, 1939, issue, we outlined the “ slip”’ 


not so impressive as had been expected, but at any rate 
the Round Down Cliff crumbled and toppled over, and 
formed that area on which the shaft of the Shakespeare 
colliery was subsequently sunk. Abbotscliff tunnel is 
1,933 yd. long, and Shakespeare tunnel 1,392 yd. long. 
Between these tunnels is a sea wall some 2 miles long. 

Here the chalk cliffs are about 450 ft. above sea level, 
and consist of the upper and middle chalk layers. Gene- 
rally they are homogeneous and solid, but interspersed 
with fissures. The face of the cliffs is so steep that it is 





General view, facing Dover, of the Southern Railway line between Abbotscliff and Shakespeare tunnels, 


blocked by the fall of chalk on November 28 


history of the Folkestone—Dover line, and showed that the 
Folkestone end was the one most often affected. 

The construction of this line almost 100 years ago 
involved considerable engineering skill, and the problems 
which were then successfully overcome were such as would 
be treated with respect even in these days, when much 
more modern methods and appliances are available. The 
Folkestone—Dover section of the South Eastern Railway 
was authorised by Act of 1836, and deviations were sanc- 
tioned by Acts of 1837 and 1843. The work was carried 
out by William Cubitt, and the line was opened for traffic 
on February 7, 1844. Almost at.the spot where the 
recent fall took place, there was a large isolated cliff or 
mound of chalk known as the Round Down Cliff, and the 
engineers engaged on building the railway decided that this 
could best be removed by blasting. The summit of the 
cliff was 375 ft. above high water, and of this a thickness 
of about 70 ft. had to be removed for a length of about 
300 ft. Many tons of explosives were employed, and the 
actual firing took place at 2.26 p.m. on January 26, 1843, 
in the presence of a large and distinguished company. 
The scene when the charges were exploded was perhaps 


impossible for ordinary persons to scale them, and the 
only creatures which have been known to make the climb 
are wild goats which belonged to a local butcher, and 
which multiplied and disported themselves on the face 
of the cliff up to about two years ago. As they were in the 
habit of causing small pieces of chalk to fall on the rail- 
way, the services of a skilled rifleman was engaged, and 
under the auspices of the local Inspector of the R.S.P.C.A. 
they were shot one by one from either the top of the cliff 
or the railway level. Falls of cliff occur along the face of 
the Shakespeare Cliff itself (beneath which the railway is in 
tunnel), where the foot of the cliff is constantly lapped by 
the stormy waters of the English Channel, which erodes 
the bottom of the cliff and causes a loosening of the chalk 
above. No such influences are, however, at work on the 
cliffs to the north of the railway, where it is in the open 
as the railway embankment itself and the toe wall at the 
foot prevent*$uch action. A new toe wall has recently 
been constructed from the Dover end of Abbotscliff tunnel 
in the direction of Shakespeare colliery, but there remains 
a length of about 200 yd. to be done to complete the scheme. 

In the last three months of 1939 there was an abnormally 
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Left: View taken on November 29, 
the day after the main fall, showing 
the railway lines buried beneath the 
fallen chalk cliffs. The lumps of 
chalk which may be seen varied in 
weight from about 2 to 10 tons. 
The line was covered to a depth of 
about 20 ft. over a length of about 
80 yards 








Above: The site on December 21 

when considerable progress had been 

made in clearing the line. The 

chalk is being dumped on the sea 
side of the line 





Right: View taken on Sunday, 

January 7, from approximately the 

same point as the picture above. 

Here the line is clear and ready for 

reopening. Note the wide area of 
** reclaimed ” land 





CHALK FALL BETWEEN FOLKESTONE AND DOVER, SOUTHERN RAILWAY 
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hea rainfall, and in October the rainfall was about 
doi that of the highest previous monthly record, and 
was indeed almost half that for a normal year. The result 
of this was that the cliff became excessively saturated with 
wa and a certain amount of the cliff face slid off on a 


natural vertical bed in the chalk owing to the greatly 
increased weight. As a rule when these falls take place 
there is some preliminary warning, and the present slip 
proved no exception. On November 27 about 50 tons of 
chalk fell from the cliff face without damaging the track, 
but immediate examination of the cliff top revealed a 


crack 8 in. wide about 20 ft. back from the edge of the 
cli Watchmen were posted on continuous duty, and 
at 6.55 p.m. next day the signalman at Shakespeare box 
heard another fall of chalk about 100 yd. west of his box. 


He and one of the watchmen who was near the box realised 
immediately that it was advisable to stop traffic. The 
ignalman, therefore, telephoned Folkestone Junction and 
stopped the next train, the 5 p.m. from Cannon Street, 
and also gave the ‘“ Obstruction—Danger’”’ signal to 
Abbotscliff and Archcliffe signal boxes. ; 
Soon after these precautionary measures were taken a 
great fall of chalk took place. A mass of about 25,000 
cu. yd. detached itself from the cliff and fell across the 
railway, the sidings, and the embankment, terminating 
some distance out at sea. The impact caused the main 
up and down lines to be torn apart and pushed out towards 
the sea. The sidings on the south side of the main lines 
were also forced up bodily, twisted and contorted, and 
swept down the embankment into the sea. The lumps of 
chalk which can be seen in the top illustration opposite 
varied in weight from about 2 to 10 tons. The line was 
covered to a depth of about 20 ft. over a length of 80 yd. 
Arrangements were immediately made by the Southern 
Railway Chief Engineer’s staff to begin the removal 
of this mass of material, and in a very short time four 
mechanical excavators were brought to the site. These 
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were the largest which could pass through the tunnels 
on each side of the fall, but they could not deal with any- 
thing exceeding about ? ton in weight. It was necessary, 
therefore, for all the larger lumps of chalk to be blasted 
to pieces before they could be removed ; the smaller lumps 
were broken with pneumatic hammers and other appliances. 
The problem of clearing the line was further complicated 
by the fact that there still remained on the high cliff loose 
material which had to be removed before traffic could be 
allowed to pass on the railway below, and here again the 
use of explosives was necessary. A great deal of this 
loose chalk was also removed by men suspended by ropes 
and harness from the edge of the cliff, held sometimes as 
much as from 60 to 100 ft. below the cliff edge. The fall 
occurred at a season when daylight is short, and the 
blackout conditions permitted the clearance work to be 
carried out only during daylight hours. 

Arrangements were made by the Southern Railway 
Traffic Department with the East Kent Road Car Co. Ltd. 
for a special service of buses to be maintained between 
Folkestone and Dover during the whole time the railway 
was blocked. These buses ran to Folkestone Junction 
station, which the trains used as a temporary terminus. 
Other trains, and particularly the Christmas leave trains 
of the B.E.F., were diverted to the boat train route via 
Chatham. 

The line was reopened for traffic at reduced speed on 
January 7. On Saturday last, February 24, however, there 
was a new fall of cliff, also between Abbotscliff and Shake- 
speare tunnels, but at a point about 70 yd. from the Dover 
portal of Abbotscliff tunnel. This again blocked both the 
up and down lines, and rail traffic has not yet been restored. 
Meanwhile, passengers once more are being carried by bus 
between Folkestone Junction and Dover Priory stations. 

For certain of the details in this article, and for the 
three illustrations reproduced opposite, we are indebted 
to the Editor of the Southern Railway Magazine. 








The Forth Bridge, 1890—1940 





On March 4 this famous railway bridge over the Firth of Forth attains its jubilee. 


It is still owned by a 
separate railway company (of which the shares are held by the L.N.E.R. and L.M.S.R.) and is worked and 
maintained by the L.N.E.R. The bridge forms the subject of a short article on page 290 
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British Railways and the War—9 


Left: Beenham Grange, Aldermaston, the 

wartime emergency headquarters of the Great 

Western Railway, containing the offices of 

the General Manager, the Secretary, and 
the Solicitor 
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Right : Crookham House, That- | 

cham, another of the country houses ] 

in temporary occupation by G.W.R. } 

headquarters staff. The Chief Goods oa I 

Manager's office is located here ~— J 
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Left: Hyde End House, Midgham, Berks, where 8 

the audit staff of the Chief Accountant's office, T; 

G.W.R., is accommodated fo 
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,\mong the first recipients of the 
Stamp Medal, to which we refer on 

e 278, was Wilfred Schofield, an 
L.M.S.R. vanboy of Manchester, who, 
as recorded at page 6 of our issue of 
January 5, assisted in the rescue of two 
sirls who were thrown into the River 
Irwell as a result of the road by the 
riverside caving in. Dockgate- 
man W. J. Mansell, of Garston 
Docks, who also received a medal, 

ned this for rescuing a man 
who had fallen into the dock. 
The third man, Driver C. H. 
Peberdy, of Toton, dived in the 


Erewash Canal in a vain at- 
tempt to save the life of a 
woman. The presentation of 


medals and monetary awards 
was made at Euston’ on 
February 22, by Lord Stamp, 
Chairman and President of the 
Executive, L.M.S.R. 

Mr. J. A. Ellis, Commissioner 
of Railways, Western Australia, 
recently returned from a tour of 
investigation into transport de- 
velopments in Great Britain and 
the United States. 

Mr. A. J. Broughton, Acting 
Irish Traffic Manager of the 
London Midland & Scottish 
Railway, has been co-opted a 
Member of the Dublin Port & 
Docks Board, in place of Mr. 
J. M. Irwin, who has retired. 

Mr. J. M. Irwin, who, as 
announced in our issue of Janu- 
ary 5, has retired from the 
position of Irish Traffic Manager, 
L.M.S.R., was presented with 
a silver salver and coffee service 
by the company’s North Wall 
staff. The presentation was made 
by Mr. A. J. Broughton, who, 
as Acting Irish Traffic Manager, 
succeeded Mr. Irwin. Mr. 
Broughton said the gift was from 
all members of the staff and 
represented the esteem in which Mr. 
Irwin was held by all sections. Mr. 
T. A. Burke, Commercial Assistant, 
pointed out that Mr. Irwin was the 
first Irish Traffic Manager to retire 
from that position, and it was also 
the first occasion all sections of the 
lrish staff had made a presentation in 
such circumstances. Mr. W. Davin, 
Superintendent at the L.M.S.R. North 
Wall depot, and a Member of the Dail 
representing Leix and Offaly, referred 
to the pronounced spirit of fairness with 
which Mr. Irwin dealt with his staff. 
Mr. Irwin, in reply, said he had spent 
a happy time for over 10 years as Irish 
lraffic Manager and thanked the staff 
for their loyalty and assistance during 
his term of office. 
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Mr. F. A. Pope, Superintendent of 
Operation, L.M.S.R., has been released 
from railway service for the duration of 
war, on his appointment as Director of 
Railways with the B.E.F., with the act- 
ing rank of Colonel, under the Director- 
General of Transportation. Mr. Pope 
was educated at Leys School and joined 
the L.N.W.R. in 1909. During the last 
war he served in France from 1914 to 





Colonel F. A. Pope 


Appointed Director of Railways 
with the B.E.F. 


1916 and in the Salonica Force until 
1919, attaining the rank of Major, which 
he has retained in the Reserve of 
Officers. He was mentioned in de- 
spatches and was awarded the Greek 
Order of Merit and the White, Eagle of 
Serbia. Mr. Pope was a member of the 
Inter-Allied Food & Transport Commis- 
sion in reoccupied areas, and from 1919 
to 1921 was on the staff of the Ministry 
of Transport. He returned to L.N.W.R. 
service in 1921, and from that date until 
1925 served in the General Manager’s 
Office, first of the L.N.W.R. and then 
of the L.M.S.R. In the latter year he 
was appointed Divisional Superinten- 
dent of the Nigerian Railway in connec- 
tion with the reorganisation on the 
divisional system, and subsequently 
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acted as Superintendent of the Line for 
periods in 1927 and 1929. He returned 
to the L.M.S.R. in 1930, as Assistant to 
the Chief Officer for Labour & Estab- 
lishment, and later became General 
Executive Assistant on (Sir Josiah 
Stamp’s staff at Euston. In 1932 Mr. 
Pope’s services were first lent to the 
Government of India to proceed to that 
country, and, as Chairman of a selected 
committee of Indian railway 
officers, to suggest methods of in- 
creasing efficiency and effecting 
economy on Indian railways. Mr. 
Pope returned to the L.M.S.R. in 
the spring of 1933. He went out 
to India again in October of that 
year, and the same committee, 
under his chairmanship, prepared 
a second: report reviewing pro- 
gress since the first report was 
issued, and making additional 
suggestions for increasing effi- 
ciency and effecting economy. 
On his return from India in 1934, 
Mr. Pope was appointed General 
Assistant, Chief Operating Man- 
ager’s Department, L.M.S.R., 
and in July, 1938, became 
Superintendent of Operation. 


INDIAN RAILWAY STAFF 
CHANGES 
Mr. L. W. Van Someren, Traffic 
Manager, E.B.R., has been per- 
mitted to retire from Government 
service, as from December 6 last. 


Mr. A. H. Tackwell, Deputy 
Chief Mechanical Engineer, 
E.I.R., has been granted 154 
months’ leave preparatory to 


retirement, as from January 14. 

Dr. H. R. Rishworth, O.B.E., 
has been appointed to officiate 
as Principal Medical & Health 
Officer, G.I.P.R., as from Decem- 
ber 11 last, in place of Dr. R. V. 
Clayton, granted 28 months’ 
leave preparatory to retirement. 


We regret to record the death 


of Mr. William Douglas Bell, 
J.P., Managing Director of 
Andrew Barclay, Sons & Co. Ltd., 


Kilmarnock. Mr. Bell served his 
apprenticeship with an Ayr firm, and 
later became a Director of D. Stewart & 
Co. Ltd., London Road _ Ironworks, 
Glasgow. In 1908 he went to Andrew 
Barclay, Sons & Co. Ltd. as General 
Manager, and a few years later was 
made a Director. 

Mr. F. M. Davis, who, as announced 
in, our issue of February 2, has been 


appointed Assistant District Traffic 
Manager, Plymouth, Great Western 


Railway, entered the company’s service 
at Bearley in 1909 and after spending 
several years at stations in the Bir- 
mingham Traffic Division was trans- 
ferred to the office of the Superintendent 
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Vr. F. M. Davis 


Appointed Assistant District Traffic Manager, 
Plymouth, G.W.R 


of the Line He returned to this office 
after a period of four years with H.M. 
Forces. From 1923 to 1933 Mr. Davis 
was engaged in the General Manager’s 
office on staff matters and in the latter 
vear was transferred to the Chief Goods 
Manager's office. In 1935 he was 
appointed head of the Staff Section of 
that office and last vear became Assist- 
ant District Goods Manager, London, 
which post he vacates on his transfer 
to Plymouth. 


Mr. J. H. Condy, who, as recorded in 
February 23, has been 
appointed Assistant Chief Engineer 
Civil), London Passenger Transport 
3oard, gained his engineering training 
at Queen’s University of Belfast and 
holds the M.Sc. of that 


our issue of 


degree of 
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Mr. J. H. Condy 


Appointed Assistant Chief Engineer (Civil) 
London Passenger Transport Board 


University. In 1920 he entered the 
Architect’s Department of the Great 
Eastern Railway and in the next year 
joined the Underground Railways group. 
He acted as Resident Engineer on 
various works in connection with the 
extension of the Hampstead line to 
Edgware and the Morden extension. In 
January, 1929, he became Permanent 
Way Outdoor Assistant, being respon- 
sible to the Civil Engineer for permanent 
way maintenance, and on the formation 
of the board was made responsible for 
permanent way on the board’s railways. 
In January, 1935, Mr. Condy was ap- 
pointed an officer of the board with the 
title of Assistant Engineer (Permanent 
Way) and in January, 1938, became 
Civil Engineer (Maintenance). On 
several occasions he has been sent to 





The late Mr. H. F. A. Hoskins 


Assistant Solicitor, Great Western Railway, 
1919-1931 


The late Mr. Robert W. Gairns 


District Engineer, Central District, Scotland, 
L.M.S.R., 1927-1940 
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Mr. A. E. Wildey 


Publ:c Relations Officer, Port of London Aut! 
1930-1940 


study permanent way practice abroad, 
and in 1936 made an extensive tour of 
the Continent to study rail welding. 
He is a Member of the Institution of 
Civil Engineers, a Member of the 
Institution of Mechanical Engineers, 
and is a Council Member of the Per- 
manent Way Institution. 


Mr. A. E. Wildey, Public Relations 
Officer to the Port of London 
Authority, has retired on reaching pen- 
sion age. Mr. Wildey entered the 
service of the Thames Conservancy in 
1896 and was transferred to the Port 
of London Authority in 1909. He has 
occupied various positions, among 
them being Personal Assistant to the 
Secretary, Assistant Commercial Man- 
ager, Publicity Officer, and Publi 





The late Mr. Harold Duke Smith 


Divisional Engineer, Plymouth, Great Western 
Railway, 1909-1927 
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itions Officer. Incidentally, it is 
thought that he was the first in this 
country to have the title of Public 
itions Officer, having first used it in 
1930. Mr. Wildey has lectured and 
attended exhibitions in many parts of 
the world on behalf of the Port of 
London and its trade. One of his chief 
duties has been to conduct important 
visitors round the port. During recent 
months these have included their 


_ 
nw 
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Majesties the King and Queen, Queen 
Mary, Princess Elizabeth, and Princess 
Macgaret. Mr. Wildey is retiring to 
Petersfield, but his offer to continue 
part-time service has been accepted 
with appreciation by the authority. 

\Ir. E. Kingsley Holmes was ap- 
pointed Press Officer, and Mr. Robert 
Letch, Assistant General Manager, to 
t Port of London Authority, as from 
January 1 last. 


We regret to record the death on 
February 23 of Mr. Horatio Francis 
xander Hoskins, formerly Assistant 
Solicitor to the Great Western Railway. 
\Ir. Hoskins was a Parliamentary Agent 
private practice when, on the invita- 
tion of Mr. R. R. Nelson, the then 
Solicitor to the G.W.R., he was ap- 
jinted on October 1, 1896, Chief 
Parliamentary Assistant to the Solicitor. 
In addition to this position, Mr. Hoskins 
is made Parliamentary Agent to the 
company in November, 1910, and Assis- 
tant Solicitor in October, 1919. He 
requently took part in Parliamentary 
ights before Committees of both Houses 
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and had very great experience of 
Parliamentary Private Bill procedure 
as affecting railway companies. He 


retired in July, 1931, from the position 
f Assistant Solicitor to the G.W.R., 
but continued to act as the company’s 
Parliamentary Agent until 1935. 

We regret to record the death on 
February 22 of Mr. Robert Wylie 
Gairns, District Engineer, Central Dis- 
trict, Glasgow, L.M.S.R. Mr. Gairns 
served his pupilage as a civil engineer 
on the construction of the Glasgow 
Central underground railway under the 
late Mr. Donald A. Matheson who was 
later General Manager of the Caledonian 
Railway and finally Deputy General 
Manager (Scotland), L.M.S.R. On the 
completion of the Glasgow Central line 
Mr. Gairns joined the staff of the 
Western District Engineer of the Cale- 
donian Railway as an Assistant Main- 
tenance Engineer, holding that position 
for three years. After this he trans- 
ferred to the staff of the Engineer-in- 
Chief, where he acted in turn as an 
\ssistant Engineer, Resident Engineer 
on New Works, Chief Assistant Engi- 
neer for Maintenance of Way and Works, 
and finally as Personal Assistant and 
Deputy to the last Engineer-in-Chief 
of the Caledonian Railway, Mr. W. A. 
Paterson, ‘who retired just before the 
amalgamation in 1923. On June 1, 
1923, Mr. Gairns was appointed District 
Engineer to the L.M.S.R. on what was 
then the Highland Division, with head- 
quarters at Perth, under Mr. A. New- 
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lands, Inverness, who was made Divi- 
sional Engineer, Crewe, when the High- 
land Division was absorbed into the 


Northern Division. Mr. Gairns was 
appointed. District Engineer, Central 


District, Scotland, in January, 1927. 
He took a keen interest in the work of 
the Permanent Way Institution and 
has served for some years as Vice- 
President for Scotland, an office to 
which he was recently re-elected for the 
current year. The interment, at Craig- 
ton Cemetery, took place on February 
26. 

We regret to record the death on 
February 19, at the age of 72 of Mr. 
Harold Duke Smith, formerly Divisional 
Engineer, Plymouth, Great Western 
Railway. Mr. Smith was born in 1867 
and was the son of Mr. A. W. Smith 
who, after some service on the engineer- 
ing staff of the London & North Western 
Railway, became a contractor, and 
carried out large constructional works, 
mostly for the L.N.W., Midland, and 
Lancashire & Yorkshire Railways. Mr. 
Harold D. Smith was educated at 
Rugby, and served his articles with the 
late Mr. Harry Footner (who had been a 
pupil of Isambard Kingdom Brunel), 
Chief Permanent Way Engineer of the 
L.N.W.R. at Crewe. Mr. Smith ob- 
tained experience in contractors’ work 
on the staff of the late Mr. T. A. Walker, 
and was engaged in the building of the 
Manchester Ship Canal. He was also 
employed by Sir Joseph Firbank on 
the Metropolitan Railway extension to 
Aylesbury and other railway works. 
In May, 1892, just a day after the last 
broad-gauge train ran, Mr. Smith 
entered the service of the Great Western 
Railway as a temporary draughtsman 
in the steelwork department at Padding- 
ton. When Mr. Inglis was Chief Engin- 
eer, Mr. Smith worked for some years 
on the construction and widening of 
lines and was appointed District En- 
gineer, Taunton, in 1897. In 1899 he 
became Resident Engineer, Shrews- 
bury, in order to supervise altera- 
tions at Shrewsbury station. On the 
completion of this work in 1903 he 
returned to the Chief Engineer’s Office 
at Paddington and helped to prepare 
plans for contracts for many new works 
begun at this time. In 1905 he became 
Resident Engineer for the new North 
Warwickshire Railway, and, after this 
line was completed, was made Divisional 
Engineer at Plymouth from January, 
1909. He held this position until 
October, 1927, when he retired. 


Mr. G. Sowerby, Estate & Rating 
Surveyor, North Eastern Area, London 
& North Eastern Railway, who, as re- 
corded in our issue of February 16, 
has retired from that position, began 
his railway career in 1896 when he 
entered the District Estate Office of 
the North Eastern Railway at York. 
In 1920 he was appointed Assistant 
Estate Agent to the North Eastern 
Railway ; on amalgamation he retained 
the same position in the North Eastern 
Area of the London & North Eastern 
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Railway ; and in 1924 was also made 
Assistant Rating Surveyor. In the 
1914-1919 war, Mr. Sowerby served in 
a Territorial Battalion of the West 
Yorkshire Regiment, subsequently hold- 
ing the appointments of General Staff 
Officer, 3rd Grade- with the Second 
Corps, and of Brigade Major. He was 
mentioned in Despatches three times, 
and was awarded the Military Cross 
and the Territorial Officers’ Decoration. 
He returned to railway service in 
January, 1919, and in December, 1927, 
was appointed Estate & Rating Sur- 
veyor, North Eastern Area. 


The L.N.E.R. announces that Mr. 
W. S. Barnes of Messrs. Ryde, Sons & 


Browne, Central Buildings, West- 
minster, has been appointed Estate 


Surveyor for the North Eastern Area, 
York. Mr. Barnes’ succeeds Mr. G. 
Sowerby. 


Mr. Asa Binns, M.I.Mech.E., who, 
until recently, was Chief Engineer of the 
Port of London Authority and is now a 
consultant to the firm of Messrs. Rendel, 
Palmer & Tritton, has been elected 
President of the Institution of Mechani- 
cal Engineers for 1940. 


The Rt. Hon. Lord Balfour of Bur- 
leigh has been appointed a representa- 
tive of the London & North Eastern 
Railway on the Cheshire Lines Com- 
mittee to fill the vacancy caused by the 
resignation of Mr. Walter Burgh Gair. 


The recent death is reported from 
Istanbul of Meissner Pasha, who built 
the Hedjaz Railway and part of the 
Baghdad Railway, including the sections 
through the Taurus mountains to 
Aleppo, and from Baghdad to Samarra. 
Herr Heinrich Meissner settled in 
Turkey in the 1890’s, when German 
influence was to the fore in railway con- 
struction in Asiatic Turkey, For his 
work on the Hedjaz Railway he was 
given the rank of General in the Turkish 
army. During the war of 1914-19 he 
built several small sections of military 
railway in Syria and Palestine. He 
was 78 years of age when he died. 


Mr. James Dwyer, Chairman & 
Managing Director of Dwyer & Co. Ltd., 
Cork, and the associated ‘‘ Lee ’’ indus- 
tries, has joined the board of directors 
of the Great Southern Railways Com- 
pany. He is taking the place of Mr. 
P. J. Brady, who has resigned. 

Mr. P. J. Brady, who has resigned 
his directorate of the Great Southern 
Railways Company, joined the board 
of the Midland Great Western Railway 
Company many years ago and subse- 
quently became a Director of the Great 
Southern Railways. 


The death is recorded in Tokyo on 
February 19 at the age of 73 of Mr. 
Keikichi Tanomogi, a former Japanese 
Minister of Communications. 
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TRANSPORT SERVICES AND THE WAR—27 


Wartime out-of-gauge loads—Further evacuation plans—G.W.R. locomotives 


for overseas service 


Exceptional coal traffic—Railway staff identification 


badges—Train lighting in France—Railways in German-occupied Poland 


Since the beginning of the war, the Government has placed 
contracts through the Ministry of Supply for guns, shells, 
and equipment to the value of £234,000,000. Twenty new 
Ordnance factories are being constructed, and the premises 
of three hundred individual contractors extended. Such an 
unprecedented expansion of industry naturally requires a 
large scale re-arrangement of traffic working on the railways, 
so that there shall be no delay in the transport of raw 





PASSENGER 
TRAIN SERVICES 


In order to meet urgent require- 
ments for the conveyance of 
additional coal traffic, the L.M.S. 
and L.N.E. Railways regret that 
it is necessary to suspend until 
further notice the running of various 
passenger trains on lines where 
it is essential that relief should 
be afforded. 


Particulars of the services which 
will be withdrawn or altered on 
and from Monday, 26th February, 
are given in separate notices. 


It is not expected that any 
curtailment of London Suburban 
Services will be necessary at 
present. 











General announcement of passenger One of the 
train suspensions to facilitate coal 
transport 


materials to the factories nor in the delivery of the finished 
article to the fighting forces. Frequently the railways instal 
special sidings at new factories or put in additional lines 
where premises have been expanded. In addition, iron and 
steel foundries, blast furnaces and forges, as well as factories, 
workshops, and shipyards, working day and night to feed 
our ever-growing war effort, are making a constant demand 
for increased rail services. Railway operating has been 
further complicated by numbers of consignments of excep- 
tional dimensions and weight which are out of gauge and 
require schedules at comparatively slow speeds with conse- 
quent longer line occupancy, and at times the closure of 
adjacent lines. For example, a 50-ton hot metal ladle 18 ft. 
long and 11 ft. in dia. was conveyed recently from Scun- 
thorpe to Ebbw Vale, and this required the adjoining line to 
be kept clear of traffic throughout the journey. Similar 
arrangements had to be made for a load of 57-ton girders 
from Middlesbrough to Chelsea; for a 14-ton steel vessel 
from Hyde Junction to Warrington; and for a 40-ton loco- 
motive unit from Openshaw to Liverpool. 


Summer Time 
The legal advancement by one hour of Greenwich Mean 
Time, which, despite the early date, continues to be called 
‘summer time,’’ came into force last weekend in Great 





MAINTENANCE 
OF THE PERMANENT WAY 
IN TIME OF WAR IS VITAL. 
THE CONTINUED UPKEEP OF 
19.000 MILES OF TRACK 
ENSURES ESSENTIAL SERVICES 


LMS 
IN SERVICE TO THE NATION 


latest 
posters produced by the L.M.S.R. 


Britain and Northern Ireland, Eire, France, and Belgiu 
One of the immediate effects on the collection and acce; 
ance of goods by the British railways is indicated by 1 
Railway Executive Committee poster we reproduce. 
Summer time, although advocated more than 30 years ag 
was introduced as a wartime measure in 1916. The idea w 
put forward by the late Mr. William Willett, a Chislehu 
builder, about 1907, and unsuccessfully brought before t 















COLLECTION & 
ACCEPTANCE 
OF GOODS 


4 

4 

4 
On the resumption of 4 
Summer Time, 25th 
February, the time for the * 
collectionandacceptance ° 
of Goods at Stations q 
and Depots will be a 
extended as under: 4 


COLLECTION - 5pm « 
(12.30 p.m. Saturdays) a 


ACCEPTANCE 530pm. 4 
(| p.m. Saturdays) 


BRITISH RAILWAYS 


One of the effects on goods traffic 
of the early wartime introduction 
of summer time 


o prestige 


British Parliament both in the next year and in 1909. Asa 
war measure, Germany and Austria introduced this arrange- 
ment of advancing legal time by one hour in the summer 
months on May 1, 1916, mainly to save artificial light. The 
Netherlands followed on May 3, Denmark on May 15, Great 
Britain and Norway on May 21, Italy on May 27, and France 
on June 15. Germany abandoned the arrangement in 1919, 
and many other countries, after trial periods, have since 
followed suit, including Austria, Czecho-Slovakia, Denmark, 
Italy, Norway, and Spain. Great Britain, Northern Ireland, 
Eire, Belgium, and France remain the chief adherents of the 
arrangement. The reintroduction of summer time _ in 
Germany was proposed in the Reichstag in 1926, but was not 
adopted. Now, in wartime again, it is to be used from 
April 1, as we announced last week. 
Reading Lights in Trains 

More than half the railway carriages on the British rail 
ways have now been equipped with improved lighting. Up 
to February 23, 114,568 carriages had been dealt with, 
leaving 106,441 still to be equipped. 

More Evacuation Plans 


The first major transport movement of the war was the 
evacuation of schoolchildren and other priority classes in 
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the first few days of September last. . Preparation had been 
.de for some 3,000,000, or more than twice the number 
that went. There were 1,220,496 evacuees in England 
luding 607,635 from the London area), and 178,543 in 
otland, a total of 1,399,039. Arrangements for a further 
000 schoolchildren were made early in October. Many, 
course, have since returned, but today, six months since 
e war began, there are more than 400,000 children billeted 
the reception areas. As Mr. Walter Elliot, the Minister of 
calth, pointed out the other day, the severe winter which 
pped all Europe and halted the war is now passing, and 
e more there is the possibility of heavy aerial attack 
be borne in mind. ‘The Government evacuation plans for 
140 are somewhat different from those of last year. In 
first place, it is not intended, in general, to move adults 
all; and, secondly, although plans have been prepared for 
oving schoolchildren, no actual large-scale evacuation is 
heduled to take place until aerial warfare develops in such 
way as to threaten civilian populations. The Government 
nevertheless, anxious to deter any further return of those 
ready evacuated. 
The Anti-Gossip Campaign 
rhe recent inauguration by the Ministry of Information of 
nation-wide anti-gossip campaign is a reminder of the 
similar steps taken during the previous war with Germany. 
One signboard which attracted considerable attention was 
that at Etaples station, which is shown in an official photo- 
raph of March, 1917, preserved in the Imperial War 
Museum. The wording ran :— 
A wise old owl lived in an oak, 
The more he saw the less he spoke, 
The less he spoke, the more he heard, 
Soldiers should imitate that old bird! 


The G.W.R. ‘‘ 2301 ’’ Class 0-6-0s 

As mentioned in our issues for December 8 and 29 last year 
the G.W.R. has allocated for war service overseas 100 of the 
‘2301 ” class 0-6-0 locomotives designed by the late Mr. W. 
Dean and built at Swindon works from 1883 onwards. Thirty- 
nine of these engines had been despatched up to February 15, 
and when the whole of this batch has been forwarded, 26 of 
them will have seen service with the B.E.F. for a second 
time. The construction and capabilities of these locomotives 
which have 5 ft. 2 in. wheels, cylinders 17} in. by 24 in., 
boiler pressure 180 lb. per sq. in., and a total heating surface 
of 1,143 sq. ft. of which 75 sq. ft. is contributed by the super- 
heater, and a tractive effort of 18,140 Ib.) make them peculiarly 
suitable for certain classes of war work. During the 1914-19 
war 72 of them were sent to France and were largely used in 
handling ammunition trains from Boulogne to Zeneghem 
and Audruicq, one locomotive being used for hauling the train 
and the other for banking in the rear for the whole run. 
Sixteen of these locomotives were later sent to Salonika and 
seven of them never returned. Of the five engines listed in 
our December 29 issue as going overseas for the second time, 
No. 2403 covered over 40,000 miles on its first expedition, No. 
2461 covered over 53,000, No. 2480 over 27,300, and No. 2518 
over 35,500, all in France. No. 2533, whose photograph in 
its new black W.D. livery was reproduced in our issue of 
January 19, worked in France from March, 1917, to July, 
1918, when it was taken to Salonika. It returned to Swindon 
in 1921, after covering 27,500 miles. To compensate the 
G.W.R. for the loss of the 100 ‘‘ 2301”’ class locomotives, 
40 0-6-0s are being transferred from the L.M.S.R. and 40 
0-6-Os from the L.N,E.R., while the company has selected 
20 engines from its condemned list to go back into service after 
reconditioning. 

Identification Badges for Railway Staffs 

Considerable progress has been made during the past few 
weeks in the issue to all members of the staffs of the four 
main-line railways of the ‘‘ Railway Service ’’ identification 
badges to which we have referred on two occasions, and a 
specimen of which was illustrated at page 128 of our 
January 26 issue. So far, the London Passenger Transport 
Board has not adopted them. One object of wearing these 
badges is that it will facilitate railwaymen proceeding to 
duty, when it is reasonably practicable for them to do so, 
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Full-size reproductions of the ** Railway Service’ 
staff identification badges now in use by the four 
British main-line railways 


during air raid warning periods. The badge, which is oval 
in shape in contrast with the circular form used in the war 
of 1914-19, is gilded and enamelled, and measures approxi- 
mately 1} in. by } in. Every badge bears on the front an 
outline of a locomotive, the words ‘‘ Railway Service,’’ and 
the initials of the particular railway; on the back is a con- 
secutive number, from which its holder can be identified. 
Women members of the staff are being provided with badges 
with a brooch attachment. The badges have been made to 
Railway Executive Committee design by Fattorini & Sons 
Ltd., of Birmingham; those used 25 years ago were the 
product of J. A. Wylie & Co. of London. 
Coal Traffic 

Increased demand and rail transport difficulties as the 
result of the snow and frost in the earlier weeks of this year 
were the primary reasons for the temporary coal shortage in 
various parts of the country. Superficially, therefore, the 





LONDON BRIGHTON AND SOUTH COAST RAILWAY. 
PUBLIC NOTICE. 


In consequence of the European War it may be 
necessary to suspend and alter certain Trains and 
Steamboats from time to time without previous notice, 
or at short notice, but as far as possible, particulars 
will be posted at Stations. 

Passengers are advised to 
commencing a journey. 

London Bridge Terminus 








ke iries before 








WILLIAM FORBES, 
General Manager, 








September. 1915 





Slip pasted on timetable wall sheets in September, 1915 


subject does not come within the scope of ‘“‘ Transport Services 
and the War.”’ As, however, it is the heavy pressure of war- 
time freight movements, the difficulties of certain coal mer- 
chants through the wartime demurrage regulations, and the 
increased hazards of sea transport, that have intensified the 
situation, the matter is deserving of brief record in these 
columns. Steady progress is now being made with the move- 
ment of coal supplies. On February 22, 44,000 loaded coal 
wagons were cleared from collieries in the Midlands and the 
North of England, and 44,000 wagons were moved on the 
previous day. Up to Thursday evening of last week, 214,000 
wagons of coal had been transported by rail to different parts 
of the country from these areas. Special trains are being 
operated, but sickness amongst railwaymen is still one of the 
main difficulties of the railways. 

In the House of Commons last week (as fully reported on 
page 318), the Minister of Transport announced that he had 
asked the Railway Executive Committee to make such 
arrangements as would enable an increase of some 70,000 tons 
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Above, left: The first type, as fitted to Drigh Road up warner 

signal, has two hoods, one of which moves with the spectacle 

glasses, and the other is attached to the back-light blind 
obscuring the tell-tale light when the signal is * off” 


Above. right: The other and more generally used type, as 

applied to Karachi Cantonment down advance starter. It 

covers the whole light. and has single fixed hoods front and 

rear, secured to the signal post. It will be noticed that the 
spectacle glasses move in a recess 
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Karachi Cantonment up home gantry signal lights, 
fitted with the second type of hood 


TWO TYPES OF SIGNAL LAMP HOOD FITTED AS A.R.P. AT KARACHI, N.W.R., INDIA 


of coal a week to be carried in train loads direct to London and 
the South. This would mean 143 additional coal trains a 
week, of which 100 would work from collieries in Northumber- 
land or Durham. Essential freight traffic, he said, could not 
be sacrificed for this purpose, and it would be possible to 
secure this large increase of coal supplies by rail only at the 
expense of passenger services. The additional trains from 
Northumberland and Durham would necessitate a consider- 
able reduction of passenger services on the main lines between 
Newcastle and London, as well as on a number of secondary 
and branch lines. There would also be certain curtailments 
of services on other lines to make room for the additional 
trains from the Midland district to London. These curtail- 
ments, which came into force on Monday last (February 26), 
included the following :— 

Great Northern line : 

York, Newcastle, and Edinburgh main line : 

Peterborough, March, and Spalding district : 

Sundays | 

Bourne and Stamford lines Weekdays 6 

Doncaster and Hull: Weekdays 5 

Midland & Great Northern line : Weekdays 4. 


Weekdays 32; Sundays 2. 
Weekdays 6 
Weekdays 17; 


Of the 100 coal trains from Northumberland and Durham, 
75 pass through Doncaster and via the East Coast main line 
and the Doncaster—Lincoln—March line to the South. The 
rest are worked to Normanton and then by the L.M.S.R. 


Bhavnagar State Railway and the War 
The Maharaja of Bhavnagar, as well as making a gift of 
Rs. 2 lakhs to the Viceroy of India towards the war contri- 
bution of that country, has placed the Bhavnagar State 
Railway workshops at the disposal of the Government of 
India for the manufacture of munitions and other articles 
useful in the prosecution of the war. 


Railway A.R.P. in India 
Special A.R.P. measures are being taken in and around 
the great Empire and international airport of Karachi. All 


railway signals—which are of the semaphore pattern—hav 
had their lights hooded against detection from the air, at 
Kiamari (the port of Karachi), Karachi City, Karachi Can 
tonment, and Drigh Road stations; the last-named is nearest 
the airport. The hoods provided are of two types as illus 
trated above. The ground disc signals or ‘‘ dummies ’’ ar 
not provided with hoods. 


Wartime Train Services in Holland 

No important changes in the timetable have occurred sinc« 
the introduction of the winter timetable in October last. The 
shuttle services of trains on the German frontier sections hav 
been retimed with the introduction of a new timetable on 
the German State Railway in January. There are no through 
services to and from Germany, and the only through train 
maintained in the October timetable last year, that between 
Cologne and Flushing, was cancelled in December. Th¢ 
through express between Amsterdam and Paris, two express 
trains between Amsterdam and Brussels, and three fast 
trains between Rotterdam and Antwerp, run daily without 
interruption and are well patronised. A wartime inter- 
national train has been introduced in connection with the 
Dutch steamship service from Genoa to the Far East. Every 
fortnight a boat train is run from the Hague to Genoa and back 
The route is across Belgium, over the ‘ Ceinture’’ round 
Brussels, over the main line of the former French Northern 
Railway, the Ceinture round Paris to Paris (Lyons) station, 
and thence via Dijon, Bourg, Aix-les-Bains, the Mont Cenis 
tunnel, and Turin, to Genoa; the journey time is 27 hours. 
The train takes passengers only from Dutch stations, and in 
Belgium, France, and Italy halts only at the frontier stations 
and at a few service stops. Passengers are asked not to leave 
the train at any station. Passport and customs formalities 
have been reduced to a minimum, one common visa being 
supplied for the complement of passengers, for example. No 
others than boat passengers are allowed to travel. The train 
is usually run in three portions; the first leaves 24 hr. in 
advance of the last and any other portions are run in paths 
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timed in between. Corridor stock, sleeping cars, and a Wagons- 
ts dining car are used. 
Severe winter weather always affects the Dutch railways 
siderably, inasmuch as the freezing of the many waterways 
the country at once results in a heavy increase of goods 
ffic on the railways. Ordinarily the waterways cater for 
ut 50 per cent. of the inland goods transport, and the rail- 
vs for about 20 per cent., but during severe winters the 
ways have to handle all this, and some transferred from 
roads as well. This year wartime conditions intensified 
extremely onerous task of the railways, owing to the 
juisitioning of goods rolling stock; about one-fifth of the 
sed and nearly one-half of the open wagons are being held 
the Army. No wagons now leave the country, and all 
ports and exports are conveyed in foreign stock. In this 
nection it is interesting to note that German wagons are 
sularly crossing the frontiers, though there is an acute 
tage of goods wagons in Germany. The reason is that the 
rmans are desperately in need of foreign currency and the 
re of their wagons brings them in a little. The increased 
ific in Holland has been handled well, though serious 
lays in passenger as well as in goods train running have been 
iavoidable. 
In co-operation with educational authorities in the country, 
railways have developed a scheme of staggered summer 
lidays for school children. If the country is able to stay 
it of the war, this scheme is expected to relieve summer 
affic pressure, now that only part of the rolling stock is 
vailable for civilian transport. 
Train Services in Belgium 
Ordinary but somewhat restricted services (as already 
ported in THe RartLway GAZETTE) are being maintained on 
he Belgian National Railways. International services with 
Holland are fairly extensive, and include one restaurant car 
xpress each way between Paris (Nord), Brussels (Midi), and 
\msterdam ; two restaurant car expresses each way between 
Brussels (Nord) and Amsterdam; and three fast corridor 
rains each way between Antwerp and Rotterdam. All run 
aily. Besides the Paris-Amsterdam express, there is a 
cond through express each way between Brussels and Paris, 
ith a restaurant car service on the French section. It 
aves Brussels at 8.14 a.m. and takes 5 hr. 16 min. ; the return 
trip, leaving Paris at 6.15 p.m. takes 5 hr. 26 min., against 
the pre-war time of 4 hr. A fast corridor train from Liége to 
Namur and Charleroi connects with the Brussels-Paris train 
it Aulnoye, giving a 6 hr. 7 min. Liége-Paris service and 
6 hr. 25 min. in the reverse direction. With Germany there 
s now one through train each way between Brussels and 
Cologne, with a dining car on the Belgian section only. The 
journey takes 4 hr. 44 min. in the Brussels-Cologne direction, 


6 hr. 25 min. on the return journey ; the latter is much slower 


on the German section. 


Train Lighting in France 

It appears that so far very little progress has been made 
in France in providing improved reading lighting for trains 
during the blackout hours. The method employed to obscure 
lights in railway compartments is to use blue electric lamp 
bulbs sufficiently deep in colour to make the main details 
inside the compartment just discernible. In addition, blinds 
have to be drawn and at first passengers were careful to see 
that this was done, but familiarity has now resulted in many 
passengers being negligent. The French National Railways 
Company has been making experiments with the better light 
ing of coaches, and The Engineer now announces that the 
only solution found practicable is to enclose the lamp in a 
blue shade, the lower part of which has an orange coloured 
filter that diffuses the light downwards without permitting it 
directly to reach the windows. Reflection on the windows 
must be avoided by drawing down the blinds. The device 
has been tested on one of the Paris suburban lines and is 
found quite satisfactory in providing a suitable light for 
reading and in avoiding any external luminous trace of the 
coaches, provided passengers always keep the blinds drawn. 


Railways in German-Occupied Poland and Danzig 


From December 20 last the availability of the East Prus- 
sian, East Prussia—Berlin, and the all-stations Reichsbahn 
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season tickets was extended to cover the following sections of 
route, formerly in Danzig territory :— 

Praust—Lappin 
Danzig—Neufahrwesser 
Danzig—Klein Kelpin 


Marienburg—Dirschau 

Dirschau—Danzig—Zoppot 

Simonsdorf—Tiegenhof 

Hohenstein—Sobbowitz 
Additional tickets are still necessary for travelling over the 
former corridor sections, Dirschau—Gross Boschpol, and 
thence to Zoppct. 

The town of Soldau became Polish territory as a result of 
the Versailles treaty, and the line from Sakra Scharnau (on 
the River Skottau) to Soldau became included in the Polish 
State Railways system. It had been opened in 1888 as part 
of the route to Neidenburg and Hcohenstein. Trains con- 
tinued to run through, however, until 1929, when the ser- 
vices ceased, and in 1936 the Polish authorities took up the 
12 km. (7$ miles) of track. Negotiations were in progress 
with the K6nigsberg Divisional Management of the Reichs- 
bahn concerning the demolition of the Skottau bridge, but 
the war intervened just as agreement was reached. The 
Poles damaged the bridge, though not very badly} it was 
quickly restored and the railway route rebuilt. The first 
train thrcough from Hohenstein to Soldau ran on Novem- 
ber 24, 1939, providing a direct route from K6nigsberg to 
Zichenau, on the Danzig—Warsaw line via Deutsch Eylau; 
formerly it was necessary to make a detour of some 70 km. 
(431 miles) via Allenstein and Eylau. The re-established line 
will enable passengers from K6nigsberg to reach the Danzig— 
Warsaw trains at Soldau. 


Transport in Germany 

A Decree published in the Reichsarbeitsblatt, the 
official journal of the German Ministry of Labour, at the 
beginning of February, introduced a 14-hour working day 
for all German transport workers over 18 years of age. It 
is suggested that this is a temporary arrangement resulting 
from the severe weather conditions. At the beginning of the 
year other reports indicated that working hours were being 
reduced, to relieve excessive strain. The National Zeitung 
of Essen recently published a recommendation of Essen rail- 
way authorities that for journeys up to 100 km. (62 miles) 
goods wagons should be loaded up to one ton in excess of 
their registered capacity. 


Roumanian Passenger Train Withdrawals 

The withdrawal from February 21 of 178 passenger trains 
on the Roumanian State Railways has been announced 
officially from Bucharest. The reason has not been stated, 
but official quarters have given the rather vague hint that 
the interests of national defence predominate over all others 
today and will continue to do so until the war is over. One 
suggestion is that the military authorities have called for 
large quantities of war material at tie frontier. There are 
also reports that the object of the cancellations is to make 
room for trains carrying oil and farm products to Germany, 
but these are not confirmed. 


Traffic between Germany and Slovakia 

The German Reich and the Slovak Government have drawn 
up an agreement concerning railway traffic, which is expected 
to be signed very shortly, but meanwhile the terms of the 
1938 agreement with the former Czecho-Slovak Government 
are being used in substance. The frontier transfer points for 
through services are stated to be: 

Oberlitsch—Luiky pod Makytou 

Vlarapass—Hornie Srnie 

Vrbovce—Myjawa ; 

Sudomeritz Petrau—Skalitz 

Another transit point at Cadca is expected to be open soon, 
enabling the through route from Budapest via Sillein to Oder- 
berg to be worked again. Goods rates are being worked out 
for the Slovak traffic. In this and in other similar matters 
the Dresden Divisional Management of the Reichsbahn has 
charge of arranging the details. How far some of them will 
be affected by the proposed abolition of the customs barrier 
between the Reich and the Protectorate of Bohemia and 
Moravia on April 1 remains to be seen. 
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GREAT WESTERN RAILWAY COMPANY 


Shareholders’ past sacrifices—History of talks with Government—Companies’ proposals 


— Minister’s view 


of Railway Executive Committee 


cneral meeting of the Great Western Railway 


Company was held at Paddington station, London, on 
February 28, the Rt. Hon. Viscount Horne of Slamannan, 
P.C., G.B.E. (Chairman of the company), presiding. 


The Secretary (Mr. F. R. E. 
convening the meeting. 

The Chairman: My Lords, Ladies, and Gentlemen, we 
meet in the shadow of another great war. 


Davis) read the notice 


Those of us who 
went through the four vears of the last conflict have an 
unhappy feeling of waking up, after an interval of broken 
dreams, to find the war which began in 1914 still in progress 
It is the same enemy which threatens us today; and, though 
re are some differences in detail, the causes for which w 
ire fighting are the samc 

In addressing the proprietors of the Great Western Rail 


way Company at their annual meeting on February 25, 1915, 
my highly estcemed and popular pred rr, Lord Churchill, 
used these words: “‘ . we are, together with our trusted 
ilies, now enzaved in the lif ind death struggle of right 


fighting in the 
humanity which = ar 
threatened by a military system which knows no law except 
the law of force.’ Phat statement is just as apposite today 
but the events which have supervened have 
dded a tragic emphasis to every word. The horrors which 
have been perpetrated in Poland and Czecho-Slovakia have 
revealed with terrifying clarity that the men who rule 
Germany today, in seeking to impose on Europe their rul 
of force, are restrained by ne 
f ] 


decency, ™ 


igainst might, or, in other words, we are 
interest ol the moral forces” of 


i It was then; 


scruple of honour, no instinct 
remnant of human feeling. It is no mere 


phrase to say that if Germany were to conquer in this war, 
ivilisation would die in Europe. 


Railway Shareholders’ Sacrifices 
Our thoughts, therefore, and all our efforts—-until the 
overmastering task of achieving victory is completed—must 
f 


mechanism of war. 


be directed to playing our part in the 
[ hope it will not be r overweening vanity if I 
venture to suggest that in this respect railway shareholders 
ilready deserve well of the nation. 


rarded as 


rhrough many vears of 
ouragement and often with little or no return on 
their hard-won savings, they have not only kept in existenc« 
in essential part of the country’s war machine, but, at con 
siderable icrifice to themselves, they have preserved it in 

condition to perform with perfect smoothness the infinite 
tasks which our war effort has thrown upon it. If the 
sharcholders had insisted upon dividends rather than a high 
standard oi 


great dis 


renewals, the Government 
would have now been faced with the necessity of large expen 
diture—for without efficient railways the war could not be 
fought Happily, it stands to the credit of the British 
railways that they compare in efficiency with any other 
railways in the world and that they have been maintained 
in peacetime in a conditicn which renders them adequate to 
the needs of the nation in war. 

As you know, the control of the railways has been taken 
over by the Government, and they are being operated by 
on which sit all the General Man 
railways as well as a representative 
of the London Passenger Transport Board. The fact that 
they are primarily being worked in the interests of the 
country’s plans for the prosecution of the war ousts from 
consideration all the factors which we ordinarily take into 
iccount in estimating the usefulness of the railways and their 
rate of progress. I shall accordingly have very little to say 
to you on the usual subjects which claim our attention. The 
main theme of my speech must be the arrangement made 


maintenam and 


in Executive Committe 
agers of the main-lin 


Inclusion of L.P.T.B. in pool 


Blackout difficulties —Improving services 


Points still outstanding — Functions 


between the Government and the railway companies 

regulating the conditions of control and the terms uj; 
which the companies are to be recompensed for the usé 

their undertakings. I need scarcely remind you that th 
terms are set out in the relevant White Paper (Cmd. 61¢ 
issued by the Government on February 7; that they ha 
been approved by the Heuse of Commons; and that th 
ire now in operation with effect as from the beginning 
the period of control. You will, however, I am sui 
expect me to tell you something of the history of this imp 
tant matter and of the negotiations in which the agreem: 
culminated. 


Negotiations with Government 


With regard te the arrangements for the period of Gover 
ment control, in the last war the Government took possessi 
of the railways under the provisions of the Regulation of tl 
Forces Act, 1871, but in the present emergency the Gover 
nent have only taken control under the powers vested 
the Minister of Transport by the Defence Regulations, 1939 
hese contain no reference to the payment of compensatio1 
ithough preliminary discussions had, as a matter of fact 
been taking place long before that date. Towards the en 
of 1937, the railway companies were asked to outline thei 
proposals in regard to the financial arrangements whic! 
should be adopted if and when an emergency arose and thi 
railways were again taken over by the Government, althoug! 
it that time it was never anticipated that we should b 
involved in another war. In these circumstances the rail 
way companies naturally founded their claim upon th 
Standard Revenue which was recognised by Parliament in 
the Railways Act of 1921 as being the reasonable level of 
income which, consonant with the public interest, the rail 
way companies should be able to earn. While it is true that 
since the Act was passed none of the companies has ever 
earned its ful! Standard Revenue, this was largely due to 
unregulated competition from road transport which the 
Government were taking steps to remedy Moreover, it wa 
obvious from the experience of the last war that the com 
panies during any war period would be called upon to deal 
with greatly increased traffics and that, under the provisions 
of the Railways Act relating to the fixation of charges, they 
would withcout any doubt be in a position to earn their 
Standard Revenues. 


The Railway Proposals of 1938 


The railway companies submitted their views to the 
Minister of Transport in May, 1938, but little progress wa 
made until July, 1939, when they received the first detinite 
proposal of the Government. This proposal was that the 
companies should be given a guarantee of pre-emergency 
profits plus some addition by way of retention by the com 
panies of a share in any increased profits actually earned, 
up to a maximum—the remainder being taken by the 
Government. 

It appeared to the companies to be wrong in principle that 
any part of the compensation payable to the companies 
should be dependent on net earnings when the control of 
expenditure was taken out of their hands. It also appeared 
to them to be unjustifiable that the Government should par- 
ticipate in earnings already limited by Statute and _ that 
the companies’ share of such earnings might he further 
diminished if the Excess Profits Tax was to be applied. 
They could not therefore regard the Government’s proposal 
as affording a satisfactory or equitable basis for a settle- 
ment. As an alternative the companies suggested a 
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rantee of their average net revenues for an agreed pre- 
rgency period—to be supplemented by an addition which 
id reflect in each year any increase in gross receipts not 
1° from higher charges. 
ter it was stated that the pre-emergency profits which 
{ Government had in mind were the average net revenue 
he companies for the years 1936 to 1938 inclusive. The 
panies, however, pointed out that 1938 was on all hands 
nised as having been an abnormally bad year, and that 
raming their alternative prcposal they had contemplated 
the Government’s guarantee would be based on their 
ige net revenues for the years 1935, 1936, and 1937. 


Resistance to Pooling with London Transport 
iy November 8 last, the Minister of Transport intimated 

the Government were unable to accept the alternative 
posal of the companies on the ground that they, the 
panies, would have no direct financial interest in the 
agement of their undertakings and no incentive to keep 
n expenditure. Moreover, the Government could not 

to the exclusion of the vear 1938. At the same time 
Minister outlined in greater detail and with certain modi 
tions the terms of compensation proposed by the Govern- 
it, a new feature being that the companies would be 
uired to pool their financial interests with those of the 
Passenger Transport Board. This proposal was 
ngly resisted by the companies. It was pointed out that 
transport were interested only in the London 
irban passenger traffic, which had suffered a very heavy 


| idon 


board 


line. The result of the suggested pool would be to shift 
chief burden of this decline from the shoulders of the 

I don Passenger Transport Board on to those of the main 
companics who would have to make good out of their 
reased freight receipts the losses of the London Passenger 


insport Board on passengers. On that matter, however, 
Minister was obdurate, and on January 16 the com- 


nies were informed that in the view of the Government 
was an essential condition of any settlement that the 
London Passenger Transport Board should be included in 
general pool of net revenue. At the same time it was 


financial transactions involved in 

requisitioning by th» Government of privately-owned 
sons must be brought within the control account. This 
int throwing an unknown liability upon the companies, 
e neither the terms of compensation nor the payments 
be made for used for domestic or storage 
rposes had been settled. 


rther stipulated that the 


wagons when 


In view of these new considerations, however, the Govern 
nent indicated that they would be prepared to modify the 
rms of their original proposal in certain respects—the main 
iteration being an offer to guarantee to the companies yearly 
avments equal to their average net revenues for the years 
1935 to 1937 inclusive instead of the years 1936 to 1938, and 
the same time to raise the level at which the Government 
ould begin to participate in the net earnings of the companies 
and the transport board. It was reiterated that the Govern- 
ment considered it necessary that the companies should have 
direct financial interest in the expenses of working the rail- 
avs ; some inducement to see that charges were maintained 
t an economic level; and a direct concern in the amount 
ecured by way of net revenue. 
he companies were compelled, therefore, to consider the 
rovernment’s revised offer in the light of the decisions thus 
conveyed to them. They recognised that during a period of 
ar, restrictions and obligations which in normal conditions 
they would strongly resist might have to be accepted in the 
ational interest. They felt bound to record, however, their 
msidered view that their own proposals would have pro 
ided a simple, sound, and equitable basis for a settlement and 
ould have obviated many of the difficulties and objections 
oth practical and political involved in a scheme whose central 
‘ature was a pool of net receipts and a partnership or quasi 
artnership with the Government with whom would rest the 
ontrol of policy. 


Defining R.E.C. Functions 


It was, however, the unanimous view of the companies that 
the amended ofter of the Government, regarded purely as a 
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financial arrangement, constituted a reasonable basis for a 
general settlement. It was therefore agreed that the terms 
should be accepted subject to an understanding on certain 
points which have since been dealt with. One of these re- 
quired an assurance that a formula defining the functions of the 
Railway Executive Committee would be settled. The 
Minister of Transport had intimated that he had no desire 
to intervene in the day-to-day management of the railways 
except in so far as might be necessary to secure that they are 
carried on in such a manner as he thinks desirable for the 
efficient prosecution of the war, including the maintenance of 
essential supplies and services. As, however, it was an 
integral part of the Government plans that there should be a 
community of financial interest between the Government and 
the railway companies, it was obviously necessary that the 
powers of the Executive Committee in relation to the companies 
should be clarified. 

[he companies have also been assured that it is not the 
intention of the Government that the financial effect of the 
requisition and operation of privately-owned wagons should 
involve the companies in any Although the income 
received by each of the companies will be subject to Excess 
Profits Tax, I cannot suppose that any basis would be fixed 
which would be likely to diminish appreciably the amount 
available for distribution on our ordinary stock. 


loss. 


Summary of Agreement 

To give a summary of the agreement, the general effect 
of the terms of the agreement set out in the White Paper, to 
which I have referred, is as follows. The revenue receipts and 
expenses of the controlled undertakings are to be pooled and 
the net revenue will be apportioned so that each company 
will receive not less than the average of its net revenue for the 
years 1935 to 1937 inclusive and in the case of the London 
Passenger Transport Board the net revenue for the vear ended 
June 30, 1939. These payments, amounting in all to £40 
millions, are guaranteed by His Majesty’s Government. 

After payment of the guaranteed net revenues, any balance 
in the pool up to an amount of £33 millions is to be divided 
amongst the controlled undertakings in proportion to their 
respective guaranteed net revenues, the Great Western Com- 
pany’s proportion being approximately 16 per cent. 

If there is any further balance in the pool, then, until each 
and every undertaking has received its full Standard Revenue, 
one-half of such balance will be paid to the Exchequer and 
the other half will be paid to the controlled undertakings in 
proportion to their respective guaranteed net revenues. If, 
after all the controlled undertakings have received their 
Standard Revenues, any balance still remains in the pool, it 
will be paid to the Exchequer. The net revenues to be pooled 
exclude any net revenue derived from investments in road 
transport and from ownership of, and investments in, railways 
in Ireland, but these revenues will be taken into account as 
part of the owning company’s revenue in arriving at its 
Standard Revenue. In no case can any of the companies get 
more than its Standard Revenue. 


The Question of Increased Charges 

Under the Railways Act, 1921, machinery was provided 
for adjusting railway charges so as to yield so far as practicable 
the Standard Revenue of each amalgamated company. These 
provisions are now suspended and in lieu thereof new machinery 
has been agreed upon through which charges will be adjusted 
as necessary to meet variations in prices and conditions arising 
from the war There have recently been considerable increases 
in the cost of both wages and materials, and the question of 
increasing charges is now under consideration. Provision has 
also been made for the standardisation of charges for mainten- 
ance and renewals on the basis of the average of such charges 
in the basic period, adjusted to meet altered conditions. 

There are two other important matters which | must 
mention. The first is that the total amount for restoring war 
damage which may be charged against the pool is limited to 
£10 millions in any one year, and if the cost exceeds this 
amount it must be borne by the companies and the transport 
board, subject to any general compensation which the Govern- 
ment may ultimately agree to pay in respect of all war damage 
throughout the country. The second is that a non-recurring 
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payment to the Exchequer under the Civil Defence Act, 1939, 
of between £2 millions and £3 millions for certain Air Raid 
Precautions, now financed by the Government, will be repay- 
able by the four companies and the transport board only 
when their guaranteed net revenues are exceeded. 

\s regards the practical effect of this agreement; how 
will this agreement work out in practice ? It has been said 
in some quarters that it is so unduly favourable to the railway 
companies that it has sent the price of railway stocks “‘ rocket- 
ing to unprecedented levels.’’ So far as I am concerned— 
and I am sure that most of our stockholders are in the same 
position—the “‘ rocket ’’ has attained less than half the height 
at which I purchased my Great Western ordinary stock. The 
so-called ‘‘ unprecedented level’’ reminds me less of the 
rocket than the stick 

With regard to figures of earnings, we have had a very 
short experience of the results of the agreement, since the 
accounts of 1939 cover only 4 months under Government contro! 
as against 8 months when we were our own masters. In 
January and February last year traffics were at a low level, 
but towards the end of March they began to pick up and 
the rising trend was steadily and increasingly emphasised 
down to the beginning of September, when war broke out. 
By the end of June our net revenue showed an increase of 
£383,000, but in the following two months there was an 
increase of £487,000: and we are confident that if there had 
been no war our figures for 1939 would have been as good as 
in 1937 when we earned over 4 per cent. on our ordinary 
stock Moreover, if we had not been subject after the 
declaration of war to the terms of the new agreement, but had 
been operating as an ordinary undertaking, uncontrolled and 
subject only to the Excess Profits Tax, the sum available for 
dividends would have been still greater. These considerations 
make it plain that, notwithstanding the large amount of extra 
work we have done and the greatly increased services we have 
rendered, we have not sought to drive a hard bargain with the 
taxpaver 

On the other side, let us acknowledge that, subject to any 
contingent liability with respect to war damage not chargeable 
to the pool, the Government has given us a guarantee of a 
minimum net revenue which will yield 34 per cent. on our 
ordinary stock during the period of control and also an under- 


taking to increase rates to meet variations in working costs 
and certain other conditions arising from the war 
Now I turn to the accounts. As you have observed, the 


accounts this year are in a very abbreviated form as approved 
by the Minister of Transport You can readily understand 
that it was impossible to render the accounts in the old form 
prescribed by the Acts of Parliament; and the Minister 
accordingly approved a form for the present time which is 
that form which you will find in the accounts before you. 


Sum from Pool in Accounts 


The actual net revenue of the pool for the 4 months to 
December, 1939, will not be known for some time as a large 
number of accounting questions will require to be settled 
between the parties and the Government It has been possible, 
however, to arrive at a reasonably reliable figure and this has 
been assessed by the five parties to the pool at upwards of 
£13} millions, of which this company’s share amounts to 
approximately £2, 100,000 

With the inclusion of this figure, the net revenue for the 
year 1939 was /6,607,324 or an increase of £1,563,571 over 
1938 The amount earned in the first 8 months of 1939 was 
approximately £4,200,000, an increase of £870,000. I pause 
here to draw your attention to the fact that the additional 
gross receipts for this period were earned at a cost of only 
a great tribute to the efficiency of the manage- 


ment and the staff. 

\fter adding the balance of £87,085 brought in from the 
previous year and providing for interest on loans and debenture 
stocks and the dividends on the pre-ordinary stocks, there 
remains a balance of £1,704,640 available for dividend on the 
consolidated ordinary stock. This enables the board to 
recommend for your confirmation a dividend of 3} per cent. 
for the year, which will absorb £1,502,541, and enable the 
carry-forward to be raised to £202,099, an increase of £115,014 


yx 4 per cent 


over the previous year. 
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The conclusion of the first four months of the pool period 
reveals that the earnings were at the rate of roughly 
£14 millions per annum in excess of the guaranteed minimim. 
When this increase reaches £3} millions the company’s shire 
of the pool will be equivalent to the amount necessary to : 
4-6 per cent. on the ordinary stock. At this stage the Govern- 
ment commence to participate in the pool and we do not reach 
our Standard Revenue until the pool receipts amount to 
£60 millions, or approximately £20 millions in excess of the 
guaranteed minimum. 

There is only one other matter in the accounts to which 
I need refer. The contingency fund shows a reduction of 
£115,000. This is attributable to our having written down 
to the market value as at December 31 last the book \y 
of such of our investments in Government securities as 
not redeemable at fixed dates. I am glad to be able to | 
that the depreciation for which this provision was made 
since been more than recovered as a result of the subsequ 
improvement in the market price of gilt-edged stocks. 

Now I come to a question which many people were ex 
cised about, namely, delayed dividend warrants. The ti 
cccupied in the negotiations with H.M. Government 
which I have referred at such length will, I am sorry to s 
lead to delay in the issue of the dividend warrants on t 
consolidated guaranteed, consolidated preference, redeemal 
preference, and consolidated ordinary stocks. I should | 
the stockholders to understand the position. Appr 
mately 95,000 cf these warrants have to be prepared, a 
this cannot be done in less than six weeks, even with t 
issistance of the usual large staff of auxiliaries worki: 
overtime. The first essential step is the striking of balan 
in our stock ledgers in order to determine the parties 
whom the dividends are to be paid, and our usual practi 
is to do this five weeks before the annual meeting, on t! 
assumption that the necessary resolutions of the proprieto: 
will then be obtained, in which case -we are able to co! 
plete the posting of the warrants by the end of the wee! 
following the meeting. Unlike any of the other main-lii 
railway companies, we are bound by Statute to hold o1 
annual general meeting in the month of February, where 
they have from two to four weeks longer. , 

We have to give seven days’ public notice of our int 
tion to strike the balances aiid cn the date when we shoul 
normally have done this the negotiations were still in a 
indefinite state. As we are preciuded by Statute from payil 
dividends until we have been able to satisfy our auditor 
that sufficient net revenue is available for the purpose, w 
had no option but to announce in the press that delay wa 
inevitable. 

The subsequent course of progress enabled us to strike ou 
balances 16 days late, and whilst we are doing all we can t 
minimise the delay in sendirg ont the warrants, I fear it 
will not be practicable to post them until about March 20. 

Confusion has arisen in the minds of certain people becausi 
of announcements made about the same time by the Londor 
Midland & Scottish and the London & North Eastern Com 
panies of their intention to pay dividends on some of thei! 
stocks at the due dates, but this occurred because both of 
these companies have special Statutory authority to do this 
without waiting for the audit of their annual accounts. 

With regard to war conditions and the staff, I cannot 
speak too highly of the magnificent efforts made by all 
erades of our staff to meet the heavy demands which have 
been made on us since the days preceding the outbreak of 
war. 

Much as I should like to do so, I cannot for obvious 
reasons give you a detailed account of the many valuable 
services which we have rendered and are still rendering to 
the Government in connection with the war, but there are 
one or two matters which I should like specially to mention. 

Prior to the war, plans had been made for. the partial 
evacuation of London and other large centres, and 337 
special trains were run over the company’s system within a 
period of four days without causing any serious difficulty. 
(Applause.) The Minister of Transport and the London 
County Council have both expressed their great appreciation 
of the smoothness with which the arrangements were carried 
out by the company. 





XUM 








XUM 


Viarch 1, 1940 THE 


. the war began, over 3,500 special trains have been 


er our system for the conveyance of troops and muni- 


ind in addition we have had to deal with an 
ous increase in goods traffic, the flow of which has been 
bly ultered under war conditions, particularly 





1 diversions from other modes of transport. 

ments have to be made, often at very short 
for the conveyance of large consignments of urgent 
ind it is a daily occurrence for us to be called upon 
special trains at times which must necessarily 


with the working of our normal passenger 


Cause 
verference 
rvice. 

ungrudging co-operation of the staff in meeting these 
rements has been most praiseworthy and has 
ll-merited tribute—which we much appreciate 
linister of Transport, who recently announced that “ the 
conditions of considerable 
for the admirable way 


evoked 
irom 
vs are carrying on under 
and are entitled to every credit 
hich they are playing their part in these difficult times.”’ 
tlt 2 
the war conditions form the basis of applications from 
taff for general increases in rates of pay, it is incumbent 
In Septem 
granted 
extra 


e to make some reference increases. 
the Railway Staff National Tribunal unanimously, 
rates for engine drivers, 
night duty, and increases in the 
mum payments for Sunday duty. whilst a majority report 
mmended an minimum rates for adults 
The award also in 


to wage 


crease 1n the minimum 
ent to clerical staff for 


increase in the 
hat are called conciliation grades. 
ed consequential increases in the rates of pay of a number 
erades \fter with the Minister. of 
it was decided to accept both the unanimous and 


ther consultation 
sport 
majority reports 

\pplications for additional pay in consequence of 


1al conditions brought about by the war were subsequently 


the ab 


le at the end of last vear, and were dealt with by the Rail 

Executive Committee These resulted in 
i week to adults in the conciliation grades and £10 pet 
im to adult clerical staff, 
1940, with proportionate advances 


increases of 


stationmasters, and supervisory 
as from January | 
ymen and juniors 
With regard to train services, my remarks in regard to the 
normal circumstances which we were called upon to meet 
n war broke out would not be complete without an apology 
generally for the inevitable discomfort and 
travellers in the conditions which 


idea of the extra 


the public 
mvenience suffered by 


prevailed. I have given you some 
linary difficulties which the railway companies had to face 
nd with, and we are tery conscious of 


with the 


d still have to conte 
e fact that we are unable 
ndard of service which they previously enjoyece 

lard of h tl j l 


to prov ide passengers 


Effect of Lighting Restrictions 
restrictions seriously reduced the working 
goods sheds, and marshalling vards, 


and, in order to 


Che lghting 
ciency of our stations 
some cases by’ as much as 30 per cent 
ect an improvement, we had to alter the lighting arrange 
ents at all important centres on the system. The diminu 
mn of light in passenger trains and guards’ vans caused con 
lerable delay 
ats, and the porters and guards had great difficulty in read- 


It took passengers much longer to find their 
g¢ the labels and sorting mails and parcels In many cases 
ie volume of parcels and mails dealt with by particular 
ins was much higher than formerly, partly owing to the 
atic passing by new routes and partly to the fewer services 
ailable for its convevance 

But | am glad to say that in many directions we have been 
ble to effect a very considerable improvement Our pas 
nger services, after being seriously curtailed. have now been 
creased to about the equivalent of 80 per cent. of normal, 
vhich we hope will go a long way towards eliminating over 
The maximum overall speed of our trains has also 
from 45 to 50 m.p.h., but the advantage 
is to some extent offset by the additional time 
which is required to deal with the heavier 


owding. 
een increased 
f this 
it stations 


ins now being worked. We have restored most of our 
estaurant services and have equipped about 3,000 coaches 
vith the new standard of lighting approved by the Home 


Office towards the end of last year. 
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brief survey of the salient features of our activitics 
I have referred to some of the abnormal changes 
about in our busin It has 
nstration of our 
traffic with the resources 
[his is evidenced by the 

from the roads to tl 


In my 
in 1939, 
which the war has brought 
iso given a striking den 
with a large volume of additional} 
which we already had availabl 


ability to deal 


eoods trait 


very large diversion of 
railways which occurred when petrol was rationed imni 
diately on the outbreak of war, and lat when enemy 


ction at sea led te the diversion to carriage by rail of large 
quantities of coal previously conveyed by coastwise shipping. 
We are existing conditions permit 
iO co-operate with 1 
effect to the 


continuing—so far as 
id transport interests for the purpose of 
which were under consideration 


giving steps 


before the war with the object of securing a greater measure 
of co-ordination between rail and road. In view of th 
disastrous results to the country’s economic hfe which 
fcllowed after the last war when the roads of the country 
were flooded with surplus Army vehicles, it is to be hoped 
that in the interests of all parti the Government. will 


prevent a repetition of that occurrence, particularly as there 
is every indication that at the end of the present war t 


surplusage of Army vehicles will be much larger 


New Industrial Undertakings 

uncertainty, it would be 
regard t 
which ul 


would give us h 


In this time of anxiety and 
imprudent te 
But it is possible to mention ¢ 
entirely changed aftcr the war 
for increased activity on the Great Western Railway 
the last three year been 239 new industrial and 
undertakings established on 
variety of business 


predict anything with 


icto! 


there have 


ommercial 
embrace a very large 


be irried on as in the past, we can foresee in thi } 
ition of new works the foundation of successful develop 


ments in the future. But nothing will ever be successful o1 
presperous in this country again unl we seize victory from 
the grim struggle upon which we have entered. 

Let us not disevise from ourselves that we and all out 
long traditions of decent life are in real jeopardy This war 
will be far more bitter than the last. It is already. mor 
brutal. It wiil require from us much greater sacrifice wid 


greater effort, and it will need the apphi 
every ounce of our strength. I do not say the 
inybody rhe first essential of courage 
il and clear measure of the task we have 
peaceful folle wel of 


in incomparably 
tion of 
t} 


is to form a tai:thi 
in hand. The men in our ship the 


ings to discourage 





the sea equally with the men of the Navy know full well 
the deadly perils that lurk about them at every hour ol 
the day and night; vet they confront them cheerfully, and 
they go back to the task time after time with invincibk 

urage Our airmen face unflinchingly and with a_ high 
heart risks which stagger the imagination; and the men ol 
the Army have no illusions about the dangers which await 
them when the battle on land is joined. Let us take an 
example from them Let us, whose part in the campaign 
is less perilous, realise the full burden of our duty and 


resolve to match the spirit which animates our mor heroic 
comrade; by unvrudgingly to our humbler tasks 
. comparable energy and determination. (Applaus 

Now, Gentlemen, I formally 
report of th ind ststement of accounts 
ended December 31, ceived and adopted. 

Lord Palmer: I have in seconding that. 

The Chairman: Now, before I 
meeting, I shall be glad to receive any 
questions arising out of the matters before us. 


devoting 


MOV that the 
for the year 


Ladies and 
directors j 
1939, be re 
much pleasure 
put the resolution to the 
comments and any 


Remarks of Stockholders 


Mr. Ashley Brown said he was sure he was. voicing the 


opinion not only of the Stockholders’ Union but of all the 
stockholders when he said that they were profoundly vrateful 
to the Chairman and his fellow Chairmen of the othe 
main-line railway companies for the stand they had made. 
The agreement with the Government was not everything 
that could have been wished for, but, thanks to the effort 
of Lord Horne and his fellow Chairmen, an agreement had 
been reached which embodied a certain sense of fair play 
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Moreover, it had been reached by negotiation and without 
bitterness, and constituted a typically English accomplish- 
ment. 

Continuing, Mr,. Ashley Brown. said that there were three 
questions which he had been asked to put, but that two of 
them, namely, one concerning Excess Profits Tax and the 
other with regard to stocks, had already been answered by 
the Chairman’s speech. The third was ‘‘ Are the four rail- 
ways consulting together as to what should be their policy in 
respect of their competitors on the conclusion of hostilities?’’ 
It might seem strange to consider such a question at the 
moment, but he could not help thinking that the condition 
of the world after hostilities, had ceased would be very 
different from that we had left behind us. The closest co- 
operation between the railway companies and every other 
form of transport would then be a matter of public 
demand. 

Turning to the question of the railway agreement with the 
Government, Mr. Ashley Brown said that a section of the 
fortunately small, but with influence on the com- 
panies’ employees—devoted considerable space to the state 
ment that the Government had presented railway stock- 
holders with something like £100,000,000. Never was a 
statement more misleading or more deliberately mischievous, 
he supposed. Of course stocks did rise. To some extent 
the rise was that of debenture and guaranteed stocks keep- 
ing pace with other gilt-edged securities. With regard to 
ordinary stock, so far as he could ascertain, it was bought by 
the bulk of stockholders somewhere between 70 and 114. 
Before agreement was reached it had fallen to 10. It rose 
during the course of the discussions to 20. Could any sane 
man say that the rise to 20 of stock purchased probably at 
70 or 80 represented a gain to the holders? ‘‘ We cannot 
make it too clear,’’ he said, ‘‘ that the recent rise has not 
been a gain to the stockholders; at the very best it has been 
a mitigation of their loss.’’ For nearly 100 years the railway 
industry had been the backbone of the commerce of this 
country, and, as the Chairman had pointed out, it was the 
backbone of our national effort today. It was not reasonable 
for many thousands of the proprietors of this great industry 
to look in vain year after year for any return. 

Mr. Lurner asked how far the canals owned by the G.W.R. 
were being used. He said it was sometimes overlooked that 
it was possible to move heavy goods by water from Bristol 
to Reading and thence to Birmingham. While the railways 
were very congested it might be useful to make more use of 
waterways. 

Mr. Beal. asked what would be the dividend on G.W.R. 
ordinary stock when the Standard Revenue was reached. 

Mr. Mason said that the directorate included 24 directors 
who between them held no fewer than 184 appointments as 
directors, chairmen, and managing directors, of some of the 
largest and most profitable concerns in England; he believed 
that one director held 29 appointments. Of the four main 
railway companies in England, he added, the directors held 
no fewer than 515 appointments. He suggested that the 
directorate of the G.W.R. be halved and that the fees of the 
12 directors who would retire under such a scheme be 
used to pay 12 additional ‘‘ managers.’’ This, he felt, 
would result in an increased efficiency that would forestall 
the intensive road competition after the war, which he 
foresaw. 

Dr. Mortlock-Brown pleaded for an improvement in the 
railway line to North Devon, and suggested that the doub- 
ling of the line from Taunton to Barnstaple had been long 
overdue. She noted that two of the directors were Devonians 
and a third had Devon interests, but unfortunately they 
were South Devonians, and she asked whether it would not 
be possible to appoint a director from North Devon to look 
after interests there. If it were not found possible to double 
the line, she asked whether it could not be arranged for 
trains to stop at alternate stations and a light motor van 
convey passengers and their luggage to_the stations at which 
the trains did not stop. a 

Mr. Ww. H. Silcocks said there were 1,555 killed on the 
roads during the month of December and a total of over 
9 —ighees beginning | of the war. He referred to the 
2 -p-h. speed limit during the hours of blackout and ex- 
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pressed the. opinion that it would be better still to rem« 
all motors from the roads during such hours, with the exc 
tion of those for military service, for doctors, for mails, ard 
for policemen. He pointed out that the G.W.R. had 
killed one person on its railway, so far as he was awa 
during the whole year. It was encouraging to find 
G.W.R. on the improving side in finance. There w s 
£202,099 carried forward as against £87,085—a big increa 
The last time he spoke he had said that the “ silver lining 
would come; he thought it was coming now for all of then 


The Chairman’s Reply 


The Chairman: Ladies and Gentlemen, if these are all | 
questions I will reply to them seriatim. 

In respect of Mr. Silcocks’s question, so far as I could ma 
out, it was an attack really upon the management of the roa. |s 
rather than of the railways, and I do not feel myself responsi 
for any of the administration of these particular roads to which 
he refers, nor for the limitation of the people who will tra) 
by them. I am grateful to him, however, for finishing w 
the statement about the “ silver lining,’’ and I hope that th 
may prove to be true. 

Dr. Mortlock-Brown was the lady who was so good as 
ask some questions, and may I say in reply I have noted t! 
particular things of which she makes complaint. The suggesti« 
about the double line between Taunton and Barnstaple is o1 
which has often been up, but I am afraid we cannot be expect: 
to do anything about it at the present stage. The oth 
matters of which she complains will be carefully noted with 
a view to applying any remedies that we can. We are always 
delighted to take advantage of the information of proprieto: 
or passengers in order to make our service as adequate as \ 
possibly can. Dr. Mortlock-Brown undoubtedly gave me on 
great advantage in her demand for a representative from Nort! 
Devon. What she said forms a complete reply to th: 
complaint lodged by Mr. Mason that we have too man 
directors. In fact we have 23 and not 24 as he asserted, bu 
it is quite obvious when you are operating over a very larg: 
extent of country (our system runs through 34 counties 
that it is of high importance that we should have peopl: 
to voice the opinions of people throughout the railway system 
We cannot have as many as might be advisable, but at any 
rate we do attempt to get the voice of the country so far as 
it is served by the Great Western Railway. That i: 
one of the reasons why it is important to have a sufficient 
number of directors to represent the various parts of th« 
country in which we work. There is another very strong 
reason for the number of directors that Mr. Mason complains 
cf, and it is this: The railway undertaking represents an enor 
mous business. It is not merely the running of trains upon 
rails, but we are operating, as you perfectly well realise, steam 
boats as well as trains. We require a steamboat committee; 
we require people who are familiar with these things. We 
have the biggest dock system, I think, in Great Britain, and 
we require experts upon docks matters. We run an 
engineering committee. We also have a locomotive com 
mittee. We must also have a finance committee, and, 
although Mr. Mason talks about the number of directorships 
that are held by particular individuals, I think he ought to 
recognise this, that by the very eminence these people have 
attained so much the better is the advice they can give 
us. With regard to many of my own activities, if I did not 
get the information that I get upon these other boards, | 
should require somebody to get it for me in order that I might 
perform my job as chairman of this great railway company. 

Mr. Beale asked the highest amount of dividend it would 
be possible for the Great Western ordinary stockholder to have 
upon his ordinary stock. The highest we can attain is 8 per 
cent. That is on the Standard Revenue, and no company 
may earn more than its Standard Revenue. That would be, 
of course, subject to Excess Profits Tax upon. the basis which 
I have no doubt will be announced by the Chancellor of the 
Exchequer when he comes to deal with the revised Excess 
Profits Tax in his next Budget. 

Mr. Turner asked about the use of canals. Ladies and 
Gentlemen, we ourselves do not operate any canals. We 
have a certain number of canal systems which are a dead loss 
to us. They were acquired in earlier times, and if we could 
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«+ rid of them we should be pleased to do so, but it would 
rejuire an Act of Parliament—an Act of Parliament which 
iid be opposed by people having contrary interests. I 
afraid we are saddled with several of. them which will 
never be very much use to us. If the day arrives when the 
(.vernment requires an extra mode of transport then un- 
ibtedly advantage will be taken of what Mr. Turner sug- 
ted, in using the canals. : 
think the only other speech to which I have to reply is 
it of Mr. Ashley Brown. I should like to acknowledge the 
idness of his remarks with regard to myself and the various 
( ,airmen who took part in the negotiations with the Govern- 
nt. JI should like in that connection to say that far more 
jue to the General Managers of the various companies than 
the actual Chairmen, because the General Managers un- 
subtedly did all the spade work in connection with these 
votiations, and the long and tedious task which they had 
do was undoubtedly much greater than any burden 
hich the Chairmen had to bear. At any rate we have an 
‘reement which, as Mr. Ashley Brown has said, represents 
fair compromise as between the Government and the railway 
mpanies. He asked me one definite question with regard 
} co-ordination between road and rail. I entirely agree with 
m that a much greater co-ordination is desirable than exists 
day. He will cf course remember that we have been in close 
ntact with the road interests, and before the war broke out 
e were moving towards what I thiuk would have been an 
xcellent agreement with other transport interests. That, of 
urse, has to some extent been suspended during the war, 
ut we are not in any way losing touch with the matter, 
or are we failing amongst ourselves, the representatives 
if the railway interests, to keep constantly under considera- 
ion what must be done in the future. I hope indeed that by 
he end of the war, or at any rate by the end of the control, 
we shall have formulated a scheme—not merely formulated 
by ourselves. But I am afraid that day is not here now. 
We have first to face the struggle in which we are engaged 
it the present time, and all our energies, at the moment at 
least, must be devoted to achieving victory. I am very 
erateful to Mr. Ashley Brown for a phrase which I have been 
trying to think of for myself but have not quite attained. It 
s indeed true that it is quite erroneous to represent the recent 
rise in the price of railway stocks as a gain to the stockholders. 
It really is, as Mr. Ashley Brown has said, ‘“‘ a mitigation of the 
stockholders’ loss.’’ That I think puts the matter in its true 
perspective. 





Resolutions 

Now, Ladies and Gentlemen, that I think deals with all the 
questions and comments that have been made, and I should 
like now formally to put the resolution which I have moved. 
Will those in favour of the adoption of the report and accounts 
hold up their hands in the usual way? , 

The resolution was put to the meeting and carried un- 
animously. 

The Chairman: I beg to move that dividends be paid for 
the half-year ended December 31, 1939, of £2 10s. Od. per cent. 
on the consolidated guaranteed stock, £2 10s. Od. per cent. on 
the consolidated preference stock, and £2 10s. Od. per cent. 
on the 5 per cent. redeemable preference stock (1950). That 
a dividend of £3 10s. Od. per cent. for the year ended 
December 31, 1939, be declared on the consolidated ordinary 
stock. That such dividends be paid on and after the 21st 
proximo to the proprietors who were registered in the books of 
the company when balances were struck on the 9th instant. 

I will call upon Lord Palmer to second that resolution. 


Lord Palmer: I have: much pleasure in seconding that 
resolution. 

The resolution was put to the meeting and carried 
unanimously. 


The Chairman: May TI call upon Mr. Stevens to move the 
next resolution ? 

Mr. W. J. Stevens:' My Lords, Chairman, Ladies, and 
Gentlemen, I beg to move the following resolution : That the 
following directors now retiring by rotation be and they are 
hereby re-elected: The Hon. A. W. Baldwin; the Rt. Hon. 
Lord Cadman, G.C.M.G.; the Rt. Hon. Lord Davies; Harold 
Macmillan, Esq., M.P.; the Rt. Hon. Lord Mildmay of Flete, 
P.C.; the Rt. Hon. The Earl of Mount Edgcumbe ; Sir H. L. 


Watkin Williams-Wynn, Bart., C.B. 


THE RAILWAY GAZETTE 311 


My. D. Rupert Phillips: I have much pleasure in seconding 
that resolution. 

The resolution was put to 
unanimously. 

The Chairman : [ will call upon Colonel Brooke-Hitching to 
propose the next resolution. 

Colonel P. M. Brooke-Hitching : Ladies and Gentlemen, the 
next business is the appointment of the audit committee. 
I beg to propose that the following gentlemen be and ‘they are 
hereby appointed members of the audit committee for the 
ensuing year: Sir George Lewis Barstow, K.C.B., 202, Sussex 
Gardens, W.2; Sir W. Edgar Horne, Bart., 110, Mount Street, 
W.1; Reginald J. R. Loxdale, Esq., Castle Hill, Llanilar, 
Aberystwyth; D. Rupert Phillips, Esq.;''The ‘Greenway, 
Radyr, Glamorganshire ; W. J. Stevens, Esq., Court’ Lodge, 
Merstham, Surrey. 

Captain Newlands: I beg to Second that resolution. 

The resolution was put to the meeting by Colonel Brooke- 
Hitching and carried unanimously. 

The Chairman: Ladies and Gentlemen, that concludes the 
business of our meeting and I should like to express my grati- 
tude to you for your presence here today and for the courtesy 
and kindness with which you have received us. 

Mr. W. J. Stevens: My Lord, Chairman, Ladies and Gentle- 
men, before we separate I think it is the duty of the stock- 
holders to return a hearty vote of thanks to our Chairman, our 
board of directors, our General Manager, out Secretary, the 
official staff, and, not least of all, the whole staff. I do not 
think that the public are grateful enough for what the railway 
staff as a whole has done in the war conditions to which my 
Lord has referred. Although they have been short-staffed 
a great national service has been done by all members, 
in spite of the blackout, the evacuation, and all sorts of 
other inconveniences. There are people who grumble about 
railway services under present conditions, but they have no 
imagination, much less knowledge of the facts. I propose a 
hearty vote of thanks accordingly, and I will ask a stock- 
holder to second that. 

Mr. Mason: I should be very pleased to second that 
resolution. 

The resolution was put to the meeting by Mr. Stevens and 
carried unanimously and with acclamation. 

The Chairman: I have to express a great gratitude on 
behalf of my colleagues and myself for the motion. I am 
delighted to think that we have so far earned your appro- 
bation. 


the meeting and carried 








Proxies and Railway Meeting Procedure 

In the Court of Appeal on February 28, the appeal, of 
Mr. John Wilson, a stockholder of the London Midland & 
Scottish Railway Company, against the decision of Mr. 
Justice Simonds was dismissed. The plaintiff claimed that 
the company was using its powers in issuing stamped proxies 
without indication of policy of action to support or enforce; 
that in issuing such proxies the smaller stockholders were 
ignored; and that this was in contravention of the Companies 
Clauses Consolidation Act, 1845. He also claimed the 
declaration that directors of the railway who were also 
directors and trustees of other companies trading with the 
railway were contravening sections of the railway company’s 
special Act. 

The Master of the Rolls said that Mr. Wilson’s contention 
that, if stamped proxies were issued to some stockholders 
they should be issued to all, had no legal foundation. What 
the directors did was done as a matter of practice and there 
was nothing sinister about it. The question remained purely 
one of policy for the company. The appeal on that point 
must be dismissed. Lord Justice MacKinnon concurred and 
Lord Justice Clauson gave judgment to the same effect. 
The. Master of the Rolls said that.on.the point whether 
directors of the company could also be directors of other 
companies trading directly or indirectly with the railway, 
Mr. Wilson had put before the Court considerations which he 
contended made it undesirable that the practice should con- 
tinue. It was not the business of the Court to consider 
questions of policy, which must be dealt with by the ordinary 
internal machinery of the company. ..The appeal on that 
point must also be dismissed. 
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GREAT NORTHERN RAILWAY COMPANY (IRELAND) 


Chairman’s warning against indifference to railways’ plight 
Increased wartime expenditure’s effect on improved gross receipts 





Che annual general meeting of the Great Northern Railway result there is a surplus of £7,575 available to reducs 
Compan Ireland) wa held in the Grosvenor Minor Hall, deficit carried forward from 1928 
Belfast n February 28, the Rt. Hon. Lord Glenavy, Chair -hose who may feel that result to be disappointing in 
I ! i thn company presi ling of the increase in gross receipts have not realised how n 
| Secretary (Mr. F. C. Wallace) read the notice con ground was lost to the company by the years of inde 
meeting and confusion in the transport sphere which culminate 
| ( I n Ladies and Gentlemen,—Once again 1938, when for the first time we were forced to carry for 
I { refer, with the deepest regret, to the loss of a a deficit They have not realised how great, therefore, 
Director of the company, the late Mr. Maxwell Scott Moor« recovery must be before the company can be said to | 
H vas a member of the board for some 13 vears, during regained even a bare lodgment on terra firma. By the 
h hi turdy independence of character and his know of 1988 the short-sighted extravagance which had been m 
of conditions in Noithern Ireland, especially in out plying transport everywhere, without a compensat 
t th-western area, were of the greatest servic: evrowth in traffic, had forced us into the ditch of a deficit 
» hi olleagu There has been appointed in his_ place £65,000 deep. Throwing in the whole of the avail 
Mr. J. P. Herdiman, of Sion Mills, a gentleman of youth and reserves raised the undertaking from the bottom of the d 
C1 nd high repute for commercial ability. He also by £26,000 but left it still bogged to the depth of £34,0 
the board an intimate | wledge of the north-west A; a measure of the struggle still to be made, it must 
Xpericl gained as a member of a firm realised that, in spite of the substantial new reve 
1 h long bee mo the largest and most loyal. obtained in 1939, we are still bogged to a depth of £26,000 
tom of th mpany 
iS report and accounts for the year, the outstanding Vital Need for Strength 
feat the j ( f over £120,000 in the railway gro The events in the shadow of which we mect today 
Faking the four chief cat ries of traffic, receipt prove more effective than the making of speeches to bri 
vere up 1-9 per cent from merchandise home the realities of the transport position. Under su 
3 from land minerals 14 per cent., and from increasing strains as the country’s economy will be call 
9-4 per nt \ll the other parts of the undet upon to bear, it is strength in essentials that will determ 
| their net receipts; road services to its fate. The working horse will be worth a troop of ot 
ich l attention wa iven during the year, hotels, types more nimble, perhaps, but of 1 endurance. In t 
ft t rooms nal ' well > miscellaneou transport stable, beyond question, the railway system is t 
On the expenditure side we have had to meet working horse. The other tvpes have their important us: 
har imposed on us mainly by war conditions who would know that better than th: ompany which, 
} t ut it of th ir, Which amounted in the ts Eire stable, keeps all tvpes? But they are delicate, 
t im of £51,902 Phe main causes of this increa will now prove increasingly diificult to feed. i is 1 
I] Pr of ma though not all, of our sup working horse which we must do our utmost to restore t 
) ng ] the war began, increasing not condition fit to bear its present and prospective burdens w 
4 n bit te the extent of on. real efficiency. 
£28 000 t of the provision required for renewal Phe community for whe ervice all transport exists mu 
\\ } o find 1 y out of our own resources, in a n essential requisite for that efficiency, display mo 
( to Ge t col bution for xpenditure on en of realities, more considerate fair play, than it h 
A .R.P W | had to provid n £20,000 for thy shown in the matter of transport during recent year 
tion nvestments Since the year ended th Warning after warning has been issued that, if public indi 
the nh ments h tended to ri But feren Wlowed the railway system to deteriorate, it woul 
foretell how the vill fare during the current year, be found that it was a vital part of the economic machin 
th rcumstance the only prudent course is to which was being thus dangerously debilitated. Would an 
v the | t providing for depreciation as it existed one today dispute the truth of that warning? 
nt u ints were closed The strains are not confined to the countries at war, an 
— ea ; . will not pass with the war. If prolonged, its aftermath 
Effect of Rise in Costs all observers are agreed, will compel the world, Irelan 
hd te iwolders to note this striking fact that, in.cluded, to face economic realities as stern as any whic! 
nel i ts which, being due to the war, were have had to be faced in our lifetime Services forthwit] 
I it vould have succeeded in carrying will have to be adjusted to the strict measure of needs and 
the traffic represented by £120,000 additional resources, with no such day-dreams as, in the lull betwee 
ts for a cost of only 2 per cent. of that sum two world wars, saw delusions of progress in multiplyin 
rh imple proof of the statement repeatedly made by transport in excess of traffic. Looking both to the present 
t raily vat lle they were at the limit of practicabl ind the future, it is imperative for the community, at least 
WO! xpenditure, they had capacity for as much as for the railway system, that the system shoul 
lar xtra quantities of traffic at no more than a be enabled to dig itself out of the ditch and find a feotins 
ext { Would it not be useful for Ireland now again, sufficiently secure for the reliable performance of th 
tl ri that was spent on importing an duties that will be required of it It would surely be the 
of ot of transport while so much capacity wise course to prevent it ever happening again that unde 
pt ded remained unused? takings which, when the ups and downs of our econom 
\fter ting § fixed arges, including depreciation of | life are taken into account, indisputably provide the back 
tt Aa t earnings show an improvement over bone of public transport, should be reduced to, and kept 
19388 of £68,145 \ithough that is a very substantial sum, in a state of penury. 
to eff but a small :mprovement in the basic The national responsibility for securing the future of publi 
Much more is needed if th transport cannot be evaded by facile hopes that the wa 
be made truly stable, as need not br will serve to put it on its feet. It must be expected that 
tockholders who are not yet receiving is the war proceeds our road receipts will dwindle and whil 
n th ivin they have invested. In the final 


our rail receipts so far exceed those of last year, the rate 
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rease Is fluctuating and some traffics, for instance coal 
ige, show a definite decline. 
supplies of other commodities become restricted the 


in them will also decline. Our expenses will inevitably 


We are receiving repeated applications for higher prices 
tores and materials which we have to buy. Not the 
of the penalties which has to be paid for the public 


unmoved, the exhaustion of Iris! 
is that purchases now have to be made 

hand to mouth in rising and restricted markets. The 
unions, on their part, have applied for increases in 
which, in the case of this company, would cost 

£140,000 in a year. Now both our suppliers 
mployees have their burdens to bear; who would deny 
They are no different in kind or degree from the burdens 
h fall on many proprietors This meeting requires no 
contrast, not the least of the matters w« 
in mind when asking for more communal fair play, 
n the position of suppliers and employees who have 
s had and that of the proprietors who for 
have had nothing at all. The Great Northern system, 


erence that saw, 
t\ resources, 


ximately 


hasis on the 


omethning, 


ed as it has been till no part is left with which we, 
he public in this emergency, could afford to dispense, 
| not be provided today for less than £20,000,000. 
the company, for rendering what no one would deny 

to be a vital public service, is reduced to earnings 
enting the bare interest on its debenture stock; that is 


on one-quarter only of its capital and on one-eighth 


of what the system to render that service would now 


t to provide Even that meagre return is begrudged it in 
quarters, while more and more demands are made on 
‘tem needing more and more capital to satisfy. 

idy this company is over-spent on capital account, 
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largely to meet legislative and other public requirements, 
to the amount of almost £1,000,000. Transport cannot be 
maintained in efficiency, much less be made progressive, 
without capital expenditure; so that all those who wish it 
to be progressive are thereby committed, in their own 
interest, to help in ending a situation where capital is unob- 
tainable because it has been so long denied reward. 

The year just concluded has been a strenuous one. It was 
begun in all the anxieties of a dangerous financial position. 
The preparaticn and presentation of the company’s case to 
the inquiries in Belfast and Dublin involved the exploration 
of much detail and frequent consultations on matters of 
policy. Four months before the end of the year war was 
declared, of necessity raising a crop of new and urgent 
problems for an undertaking of this kind and magnitude. 
I must acknowledge here the unfailing readiness with which 
all my colleagues met the resulting demands on their time 
and on their special experience. The officers, too, in the 
same laborious circumstances, abated none of that energy 
nor determination which they have consistently shown. 


Tribute to Public Patience 

Finally, a word of gratitude is due to the general public 
for the tolerance with which it has met the delays, difficul- 
ties, and inconveniences such as must occur in a system like 
ours under war conditions. The main terminal points of the 
system are, as you know, large shipping centres. Normally 
it is the arrival and departure times of the principal ship- 
which dictate the running of our trains. 
Unavoidably the shipping lines, usually so regular, have 
been violently upset, making it an almost superhuman task 
to operate cur system without inconveniencing the public. 

The report and accounts were adopted. 


ping services 








stock ; no dividend was paid on the 
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London Midland & Scottish Rail- 
way Company.—tThe Secretary writes 
February 22 ‘At the meeting of 
e board of the London Midland & 
scottish Railway Company today it was 
cided to recommend the following 
vidends to be paid on March 16: 
4 per cent. guaranteed stock and 4 per 
nt. preference stock, at £2 per cent. 
ctual, less income tax at 8s. 6d. in the 
making with the interim payments 
+ per cent. for the vear 1939; 4 per 
nt. preference stock (1923), at £4 per 
nt. actual, less income tax at 7s. Od. 
the /, for the vear 1939; ordinary 
stock, £1 10s. per cent. actual, less 
come tax at 7s. in the £ for the vear 
1939. 
The summarised results of working 
the vear 1939 compared with 1938 
ire as follow 


939 1938 Increase 
/ J 
14,311,000 11,345,000 ? 966,000 
‘ 
131.000 94,000 37,000 
14,442,000 11,439,000 3,003,000 
t 
t 4.4394 ) 4.439.000 
10 » 7.000.000 3.003.000 
1 
1.628 1,628,000 
4 
4.756.000 1.756. ) 
y=e 483 ) 485.000 
$ 
} 1923 1,.605,0 1,605,000 
) ¢ 1k pe 
nt 1.428.000 1.428.000 
lolooo s..000 D 70.000 
03000 7.000.000 3.003.000 


‘The improvement in net revenue in 
the first half of the year continued at a 
greater rate in July and August, and 
for the eight months to August 31 the 
net revenue was £1,678,000 in excess of 
the corresponding period of 1938. At 
the outbreak of war the Government 
took control of the company’s under- 
taking and the net revenue for the vear 
includes the estimated amount accruing 
to the company under the _ financial 
arrangements made with the Govern- 
ment.”’ 


Southern Railway Company.—The 
directors announce that the gross re- 
ceipts from the railway and ancillary 
businesses for the eight months to 
August 31, 1939, vielded an increase of 
approximately £387,000 compared with 
the corresponding period of 1938, and 
the net revenue showed an increase of 
about £146,000. The net revenue for 
the whole year, which includes an esti- 
mated adjustment for the period from 
September | to December 31 to accord 
with the financial arrangements made 
with His Majesty’s Government in 
respect of the control of railways, 
amounted to £6,742,576, an increase of 
£800,672 compared with the year 1938. 
The directors have resolved to recom- 
mend the proprietors to declare the 
following dividends: A final dividend 
of 4 per cent. on the preferred ordinary 
stock, making, with the interim dividend 
of 1 per cent. already paid, 5 per cent. 
for the year; and 1} per cent. for the 
whole year on the deferred ordinary 
stock. For the previous year a dividend 
of 5 per cent. was paid on the preferred 


deferred stock. The balance carried 
forward is £103,543 compared with 
£94,933. It is intended to pay the 
dividends on Thursday, March 28. 
Income tax will be deducted at the 
following rates: preferred ordinary 
stock, 7s. 43d. in the /, representing 7s. 
in the £ on the final dividend of 4 per 
cent. plus 43d. to adjust the difference 
between 7s. and the 5s. 6d. in the / 
deducted from the interim dividend of 
1 per cent. ; deferred ordinary stock, 7s. 
in the £ 


Mersey Railway Company.—The 
directors have resolved to pay the full 
dividend of 3 per cent. on the perpetual 
preference stock, less tax at 7s. in the 
{ for the year 1939 ; to recommend pay- 
ment of a dividend on the consolidated 
ordinary stock of £1 12s. 6d. per cent., 
less tax at 7s. in the £ for the year 1939. 
The dividend on the ordinary stock for 
1938 was £1 5s. per cent. 


Coventry Canal Company.—The 
directors recommend a final dividend of 
3 per cent. making 6 per cent. for the 
year 1939, the same as for the previous 
year. 

Oxford Canal Company. — The 
directors recommend a final dividend 
of 5 per cent., making 8 per cent. for 
the vear 1939, the same as for 1938. 
Net profit is announced of £7,661, which 
compares with £8,881. 


Consolidated Signal Co. Ltd.—The 
directors report a profit for the year to 
September 30 last of £25,441, against 
{49,606 for the previous year. They 
recommend an ordinary dividend of 
17 per cent. against 364 per cent. 
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MINISTRY OF TRANSPORT ACCIDENT REPORT 
Bletchley, L.M.S.R., October 13, 1939 


Lieut.-Colonel A. H. L. Mount, Chief 
Inspecting Officer of Railways, assisted 


by the Hon. H. T. de B. Bingham, 
inquired into the accident which 
occurred at 8.53 p.m. on October 13, 
1939, at Bletchley, L.M.S.R., when the 


7.50 p.m. express, Euston to Stranraer, 
composed of 11 bogie coaches and drawn 
by two engines, viz., 6-ft. mixed traffic 
5P5F” 4-6-0, No. 5025, leading, 
and Class “6 P”’ (‘‘ Royal Scot’’) 4-6-0, 


Class * 


No. 6130, train engine, collided at a 
considerable speed with 0-8-0 tender 
engine No. 9169, attaching a_ four- 


wheel van at the rear of the 7.37 p.m 
express, Euston to Inverness, standing 
at No. 3 platform on the down fast line 
The impact caused the shunting engine, 
which had its brakes on, to destroy the 
van and two rear vehicles (brake vans) of 
the Inverness train, mount the platform, 
and demolish refreshment and waiting 


rooms The two colliding locomotives 


were derailed, the pilot mounting the 
wreckage Four. persons lost their 
lives, six were seriously injured and 


34 sustained minor injuries and shock 
The night was very dark, with driving 


rain and east wind No landmarks 
could be seen The accident was 
attributable to the two drivers failing 


to observe six signal indications, cover- 
ing over two miles in rear of the ob- 





struction. The accompanying diagram 
illustrates the signals and other factors 
involved in the collision. 

The down fast line is 
approaching Bletchley and in .open 
country From the footplate of a 
Class “5 P35 F”’ engine by day a good 
was found to be obtainable of all 
signals shown on the diagram, but there 
appeared to be some interference with 
No. 96 by overbridge No. 149 and the 
signal marked X. By night No. 96 
could be seen at 836 yd. only, due to 
obscuration by the signal marked X. 
No. 95 was sighted from No. 96, but 
appeared to mingle with the cluster 
of signals of which No. 94 forms part. 
fhe semaphores have long-burning oil 
lamps; Stoke Hammond distant is a 
colour-light signal. Permissible speed 
was limited to 60 m.p.h., the following 
instructions applying 


straight 


View 


Until further notice no train must 
exceed a speed of 60 m.p.h. on any line. 
Drivers must continue to observe carefully 
all laid down speed restrictions of less than 


60 m.p.h. When passenger trains are 
running late, in clear weather and when 
no air raid warning is in force, drivers 


must endeavour to make up time provided 
all speed restrictions are strictly complied 
with and the maximum speed of 60 m.p.h. 
is not exceeded 


THE 





BLETCHLEY 


March 1, 194: 


The Inverness train arrived at & 44 
p.m., four minutes late. The van / ad 
just been attached when the collis.on 
occurred. Train registers and 1e 
guard’s journal show. that the’ Stranr: er 
train passed Tring, six minutes |: ‘e, 
at 8.40 p.m., and reached Bletchley at 
8.53 p.m., three minutes before tiie, 
which gives an average of ab. ut 
70 m.p.h. Signalman G. Campb |! 
Bletchley No. 1, accepted the tr. in 
at 8.47 p.m. and proceeded to make ‘tie 


shunt with the van. Receiving “ enter ig 
section ’’ at 8.50 p.m. he waited for track 
A to be occupied so as to release No. °'5, 
but saw the train, instead of stopping 
at No. 94, pass it; he had no time to 
take any action. It was, he said, 
‘going faster than the ordinary : 
presses when stopping at Bletchi-y 
and would have overshot the platform 
in any case.” His repeaters showed 
Nos. 95 and 96 were ‘“‘on’’; the ba 
light of No. 94 was visible. The train 
exploded the detonators working with 
No. 94. Relief Signalman E. Wells 
confirmed _ this. Neither man hid 
received any complaints regarding tiie 
fast line signals, nor experienced a 
trouble with them. 

Telegraph Inspector Sambrook. and 


Signal Inspector Hobley found the 
equipment, lamps, etc., in order. O 
servers examined the lights, and stated 
that Nos. 95 and 96 showed fairly go: 


1 
g 
lights but ‘“‘ not as brilliant as the 


cluster we saw for the down fast inner 
homes and distant signals.”’ 


The vie 





COLLISION 
OCTOBER 13, 1939 


OF 








The leading train engine of the Stranraer train. 

smokebox to smokebox with the 0-8-0 shunting 

engine. on top of the wreckage of the two 

rear bogie vans of the Inverness train. The 

tender of the shunting engine has been forced 

into the platform buildings as shown in the 
right hand photograph (above) 
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difficulty in observing signals all the 
way. The explosion of detonators told 
him he was at Bletchley, but he made 
his full brake application before that. 
He would not say he was going so fast 
that he could not see signals and had 
he realised that he had passed any at 
danger he would have applied the brake 
fully earlier. He was not drowsy nor 
did he feel it excessively hot with the 
anti-glare sheets down. It is known 
that he was medically fit in every way, 
evesight included. 

Regarding the blackout conditions, 
Haynes remarked ‘it is much more 
difficult to judge the speed at which 
you are travelling I knew I must 
be close to signals. If there had been 
anything to have told me, or any 
object which | could have seen, even 
with the absence of any signal, I could 
have stopped I knew the 
were there, but I had no idea I had 
passed them | would like to try 
and point out that any light near 
signals, or the least bit of light along- 
side, in the dark, 
which assist a driver in knowing where 
he is within a few yards. On this night, 
if | could have seen anything—I was 
actually brought up at Bletchley—lI 
would go so far as to say that this 
unfortunate accident would not 
occurred. 

He went on to say he 


signals 


shows up objec ts 


have 


“could not 
see as much as a telegraph pole.’’ He 
did not know he was making up time 
and was not attempting to do so 

\cting Fireman R 
not worked with Haynes before, gene 
rally confirmed this evidence He knew 
the road fairly well,’’ the signals 

not too well’’ and had not worked 
up to London since August He ob- 
served the colour-light distant at Stoke 
Hammond but no other signals there- 
after He observed the tail light ahead 
and shouted before the detonators 
exploded 


Lewis, who had 


Chief Inspecting Officer’s 
Conclusions 

In his conclusions, Colonel Mount 
remarks that this accident was the first 
under war-time blackout conditions to 
result in 
ditions were intensified by bad weather, 
rain, an easterly wind, and a moonless 
night, making the task of observing 
signals still more difficult It was 
clearly attributable to the failure of 
Driver Haynes to observe and act 
upon the Bletchley distant and outer 
and inner home signals He frankly 
admitted his failure Driver Copper 
wheat of the train engine can hardly 
accept less responsibility he admitted 
with equal frankness that he failed ; 
‘trusting '’ Haynes, and “ took 
it for granted that he had seen the 
signals.’’ Nor did the firemen render 
any assistance in this respect, except 
that, according to his own account, 
Lewis saw the tail light on the shunting 
engine and was perhaps responsible for 
Haynes’s full brake application just 
before the detonators were reached at 
the inner home signal, 310 yd. from the 
site of the collision. 


serious consequences , con- 


he was 
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Statements of reliable observers show 
that the three Bletchley signals were 
at danger and showing effective lights ; 
the timings of trains on other lines pre- 
clude the possibility that their view 
was affected by steam and _ smoke. 
Locking prevented the acceptance of a 
train with any of the stop signals not 
displaying a danger indication All 
four enginemen admitted that they 
failed to observe, not only the Bletchley 
signals, but those at Lamb’s Siding, 
and the Stoke Hammond home. Colonel 
Mount is satisfied that Haynes and 
Copperwheat were not misled by false- 
clear or defective indications, and _ it 
remains to consider the circumstances 
in which two drivers, one a man of long 
experience, Came to pass six successive 
without single 
light after passing the  colour-light 
distant at Stoke Hammond, the distance 
between which and the box at Bletchley 
is 2 miles 1,185 yd. which Haynes 
estimated as only a mile further, it 
did not appear that he had accurate 
knowledge of the intervening signals, 
particularly the advanced starter for 
Lamb’s Siding above Bletchley No. 1 
distant; he could remember only one 
overbridge instead of two after passing 
Stoke Hammond. Havnes 
evidence in a very straightforward man- 
ner, but appeared to lack imagination and 
alertness of mind. Over-confidence, lack 
of experience and knowledge of the 
probably the underlying 
causes of his failure, with serious under- 
estimation of speed and 
misjudgment of distance under black- 
out conditions Both men suggested 
that maximum speed could not have 
been more than 50 m.p.h., and that 
Bletchley No. 1 box was passed at 20 to 
30 m.p.h. under a full brake application ; 
they were both obviously surprised 
to hear that the former speed must 
have been at least 70 m.p.h. according 


locations observing a 


gave his 


road were 


consequent 


to the timings, and, had the latter 
estimate been correct, the train, so 
braked, would certainly not have 
reached the obstruction It seems 


more likely that, while travelling at 
the higher speed, Haynes made a full 
brake application when he heard Lewis 
shout, just before reaching the de- 
tonators at the inner home with the 
fortunate result that speed was reduced 
to about 45 m.p.h. by the time of the 
collision The damage appeared to be 
more consistent with speed of this order, 
notwithstanding the weight and double 
heading of the Stranraer train. 

It is a significant fact that at 70 m.p.h. 
it would have taken only two minutes 
to cover the distance of 2 miles 1,385 yds 
from the Stoke Hammond distant to the 
point of collision; on the other hand, 
had the train been running at 50 m.p.h., 
as Haynes and Copperwheat suggested, 
it would, in two minutes, have reached 
a point only about 390 yd. on the 
approach side of Bletchley No. 1 
distant, just where they would have 
been expecting to sight it. Their view of 
Stoke Hammond distant at green indi- 


cated that they probably had a clear 
run to Bletchley, as they were aware 
that Lamb’s Siding box is invariably 
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switched out at night their att 
might well have become relaxed 
they expected to reach the Vicini 
the Bletchley distant. A const 
falling gradient of 1 in 660, d 
heading by two powerful, well bal: 
high speed engines; a compari 
light train of only 338 tons: the; 
of speedometers and the bl 
undoubtedly tended 
tent increase of speed 
It is to be feared that the « 
thus seriously misjudged their sp 
20 m.p.h., 
that it was about 50 m.p.h., H 
must have omitted to keep a sutfic 
keen look-out after passing Stoke 
mond distant until he thought h 
nearing Bletchley distant. He was 
too late in commencing the full 
application which he said he mad 
he felt he must be 
the signals for Bletchley 
conduct cannot b 
merits consideration on account 
difficult 
thinking and more 
of the road than he poss ssed 
received no help from Copperwheat 


towards ir 


and acting on the assur 


somewher 
Althou 
excused, his fa 
conditions, calling for « 


intimate know 


is a matter for regret that a man « 


wide experience should have fail 


rise to the occasion and appreciate 
responsibilities ; he n 
a serious infringement of the 60 n 
speed 
extended distance 
adverse circumstances, to leave 

entire control of the train to Hav 
a driver unknown to him and obvio 


much his junior 


ust have per1 


restrictiol to continue 


content, 


Remarks and Recommendations 


It is, says Colonel Mount, only fa 
say that had Copperwheat been in 
charge of the train, it seems unl 
that the accident would have happet 
indeed, it really resulted from dou 
heading, with a man in charge of 


pilot engine who lacked a_ sufficient 


intimate knowledge of the road I) 
is much to be said for the more expt 
enced man being transferred to 
leading engine, or for the engines thi 
interchanged Und 


selves to be 
modern conditions of 
tendency may be to expect drivers 
increasinely 


operation, 
memorise an widespré 
mileage, and consideration might 

be given to the use of cinema fili 
Even though this would not direct 
afford a means of viewing the “ pat 
tern’’ of lights as seen by night 
might create interest and render c 
siderable 


assistance to enginemen 
supervisors in refreshing and verityi 
knowledge of a route 

Whether Copperwheat lost his lox 
tion or not approaching Bletchley 
and he would not admit that he did 
it seems certain that Haynes must hav 
done so presumably hesitation als 
played its part in delaying action 
far as the latter was concerned It 
for consideration whether, and to wh 
extent, blackout 
dark nights affect the normal eftficien: 
of enginemen in this respect. It ha 
been stated that such conditions actual! 


conditions on vel 


make the driver’s task easier, and it 1s 
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truc that the “‘ pattern ”’ of lights today, 
mpared with the maze of different 
which may be observed in peace- 
til m the approach to a big station 
ol vn, is generally confined to a few 
ls relating only to the line on 
whi-h the train is running, and perhaps 
t parallel line, as at Bletchley. 

the other hand, experience shows 


{ however desirable it may be to 
( nate extraneous lights, especially 
5 and lighting on adjacent high- 
wavs, the clarifying of the resulting 
5 | ‘‘ pattern’’ has not the safety 
it otherwise would have, as the 
marks, by which a driver instinc- 


y locates himself, are also eliminated 
r blackout conditions. If locating 
cts, even signal boxes, are no longer 
je, a driver, although not realising 


may well lose his whereabouts 
porarily, and for sufficient time to 
permit of speed in excess of that 


esponding to signal indications. 
Such temporary loss of location and 
d-sense calls for increased vigilance, 
ticularly in bad weather at night 
Observation of the line-side is then 
tirely negative. Familiar landmarks 


ich are subconsciously noted are 
isible It may be said that in open 
intry similar conditions prevail in 
icetime ; but it must be remembered 


it the train itself is now blackedout 
| the driver loses the helpful illu 
light from the fire 
leading carriage 
into 


nation given by 
well as from the 
hich normally serves to throw 
ief various unlighted objects on the 
e-side On cloudy 
ehts a driver in the blackout speeds 
rough almost impenetrable darkness, 
only by the lights of 
distances 
In the case of oil- 

semaphore signals, one green light 
identical with the next, so that loca- 
m may well be mistaken unless there 
s some variation in pattern,’’ or the 
»mbination of bridge or tunnel closely 
which a signal may be 


moonless or 


signals 


between 


ieved 
he assessment of 


onals is uncertain 


idjacent, by 
lentified. 
It therefore appears that, under black 
ut conditions, drivers may be at con- 
iderable disadvantage in assessing their 
speed and location, particularly after 
ears of operation at 70-80 m.p.h., and 
is not inconceivable that, without a 
peedometer, speed may unconst iously 
e allowed to rise considerably in excess 
f what it is thought to be, especially 
vith modern engines over an easy road 
ind under favourable conditions of 
power. This apparently contributed 
to this accident. The best illustration 
f the extent of misjudgment is that, 
ithough both drivers knew that the 
train was to stop at Bletchley, the 
probable speed on collision, 40 to 50 


n.p.-h., indicates that the platform 
vould have been over-run Clearly 
1either of them realised until too late 


that distant and outer home signals 
had been passed unobserved, and that 
speed must have been much in excess 
f the appropriate rate 

A colour-light distant might have had 
preventive effect, while A.T.C. of warn- 
ing type, already installed by the com- 
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pany between London and Southend, 


would certainly have ensured obedience 
to the signals. Both these important 
adjuncts to safety were being introduced 
on this main line when war was declared. 
Work on the latter (of an experimental 
nature for test purposes at high speeds) 
has been suspended, having regard to the 
reduction in maximum speed to 60 
m.p.h. 

Drivers’ difficulties may be so much 
enhanced under blackout conditions, 
and the integrity of operation 
important, that the extension of A.T.C 
equipment should be actively pursued 
so far as labour and materials permit. 
It consists of an inductor to give a loca- 
tion warning before every colour-light 
distant. \ number of and 
Pacific class engines were in process of 
equipment when war was declared. 

The introduction of an isolated colour- 
light down fast distant at Bletchley No. 1 
presents difficulties, but it had already 
been decided to provide another sema 
phore oil-lighted distant under Lamb’s 
Siding starter. The 763 yd. to the outer 
home are inadequate, and this work 
should be undertaken without further 
delay. Though the evidence shows that 
effective lights burning in the 
distant and outer home signals at 
Bletchley No. 1, Colonel Mount noted 
between Bletchley and London. that, 
while the majority of oil lights were 
excellent, there was a definite inferiority 
Drivers might 


IS SO 


signals 


were 


at one or two locations 
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well be encouraged to report on this 
point, particularly during the winter 
months, and the attention of all con- 
cerned is drawn to the importance of 
ensuring under blackout conditions that 
signal lights are maintained in the best 
possible condition and focus. 

Colonel Mount finally refers to the 
raising to 50 m.p.h. of the initial war- 
time schedule point-to-point speed of 
45 m.p.h., while the permitted maxi- 
mum is being retained at 60 m.p.h., to 
reduce wear and tear of the track ; but, 
unfortunately, there are still few engines 
fitted with speedometers. Having re- 
gard, therefore, to the instruction 
regarding making up time, he recom- 
mends that consideration be given to 
the adoption of minimum timings, and 
to the scrutiny of guards’ journals in 
this respect, over sections such as the 
15 miles between Tring and Bletchley in 
the down direction. By such means, any 
running in permitted 
maximum should be detected and suit- 
able action taken. 

As recorded in THE RAILWAY GAZETTE 
for January 19, page 101, Haynes was 
tried at the Buckinghamshire Assizes on 
January 12, 1940, on a charge of man- 
slaughter. At the conclusion of the 
evidence, counsel for the defence sub 
mitted that there was no evidence of 
manslaughter. The Judge, Mr. Justice 
Oliver, directed the jury on a submission 
made by the defence, and Haynes was 
found not guilty. 


excess of the 








STAFF AND LABOUR 


Railway Shopmen 

When the National Railway Shop- 
men’s Council met on February 15 to 
consider further the claim of the trade 
unions for an all-round increase of 10s. 
a week in the wages of railway shopmen, 
the railway companies made an ofter to 
increase the war wage by 5s. a week for 
male adults, 3s. for adult females, and 
for boys and females under 18 years of 
those between 18 
2s. a week. The 


age Is. a week, and 
and 21 years of age 
offer was considered by the whole of the 
trade unions represented on the National 
Shopmen’s Council and the 
National Union of Railwaymen at a 
meeting in York on Wednesday, Feb- 
ruary 21, when it was decided to accept 
the companies’ proposals. The full terms 
of the settlement are as follow 


Railway 


[he existing war wage payable to work- 
shop staff employed by the four main-line 
railway companies (other than the Great 


Central Section of the L.N.E.R.) to be 
increased by the following amounts as from 
January 1, 1940 
Adult 

Male staff 5s. a week 

Female staff ai .. 3s. a week 
Boys and Junior Male Staff 

Under 18 years of age .. Is. a week 

18 and under 21 years of 

age 2 Is. a week. 
Railway Electrical Staff 
The Industrial Court met in London 


on February 27 to hear the claim of 
the trade unions represented on the 
National Railway Electrical Council for 
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an increase of 10 per cent. in the rates 
of pay of railway electrical workers. 
he terms of reference to the Court were 
as follow 

To determine the claim of the trade 
unions parties to the National Railway 
Electrical Council, i.e., the Electrical Trades 
Union, the National Union of Railwaymen, 
and the Amalgamated Engineering Union, 
that the present wage rates of staff covered 
by the Committee on Production Award 
No. 2773 and Industrial Court Decisions 
Nos. 414 and 416, employed by the Great 
Western, London Midland & Scottish, 
London & North Eastern, and Southern 
Railway Companies in railway electricity 
generating stations and sub-stations and 
on the high-tension cables between them be 
increased by 10 per cent. 


Shipyard Workers 


The recommendation that a war 
bonus of 5s, a week for male employees 
21 years of age and over with propor- 
tionate advances for juniors, recorded 
in THE RaAt~tway GAZETTE last week, 
was accepted by the Confederation of 
Shipbuilding & Engineering Trade 
Unions at a meeting in York on Feb- 
ruarv 21. 








Post OFFICE (LONDON) RAILWAY. 
According to the commercial accounts 
of the Post Office for the year ended 
March 31, 1939, which have just been 
presented to Parliament, the Post 
Office (London) Railway is represented 
as a capital asset of £1,178,000. 
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QUESTIONS IN PARLIAMENT 


Railways and Coal Distribution 


Mr. D. L. Lipson (Cheltenham—Ind.) 
on February 21 asked the Minister of 
Transport if he was aware that the 
Shirebrook Colliery Limited had 642 
loaded labelled wagons of coal in its 
sidings at 7 a.m. on Friday, February 9, 
some of which had been standing there 
since January 15; that this had resulted 
in the colliery working half-time and 
unemployment, as there were no empty 
wagons into which coal could: be loaded; 
and would he take immediate steps to 
remedy this unsatisfactory state of 
things which was bound seriously to 
affect the output of coal. 

Captain Euan Wallace (Minister of 
Transport): I have had this matter 
specially investigated. On January 28 
and 29 access to the colliery by the 
L.M.S.R. was entirely blocked by snow 
and on February 1 and 2 access by the 
L.N.E.R. (Great Northern Section) was 
also entirely blocked. Since that date 
there has been a progressive improve- 
ment both in the number of empty 
wagons supplied and in the number of 
loaded wagons cleared. During the first 
nine days of February the average 
number of empty wagons supplied each 
day was 109 and of loaded wagons 
cleared 147 ; the numbers for the second 
nine days of February were 143 and 
195 respectively. On February 9 some 
627 loaded wagons were standing ready 
for despatch. By February 18 the pit 
sidings were completely clear. The hon. 
member will no doubt appreciate that 
the recent severe weather has imposed 
a severe strain on the railways and their 
staffs. In extremely difficult circum- 
stances they have done their best to 
provide an adequate service for this 
colliery. 

Mr. Lipson: Is the Minister aware 
that the company says it has spent 
pounds on telegrams and_ telephone 
calls to railway companies and has 
simply received excuses galore—that 
one day it was told there were no 
engines, on another day no freights, 
and on another day that there was sick- 
ness on the part of the staff; and will 
the Minister give an assurance that 
this sort of thing is not likely to occur 
again, ? 

Captain Wallace: If my hon. friend 
will read the answer I have given, he 
will see that a very remarkable effort 
has been made to provide railway 
wagons. No amount of telegrams will 
make sick railwaymen well again. 

Mr. James Griffiths (Llanelly—Lab.) : 
Has the Minister investigated the ques- 
tion whether there are sufficient wagons 
in the country to deal with the coal, and 
is any increase being made in the number 
of railway wagons ? 

Captain Wallace: Yes, Sir, we are 
building all the wagons we can. It was 
because I was not satisfied that with 
the present rate of usage there were 
enough wagons to meet present and 
prospective demands that, after careful 
consultation with all the interests con- 


cerned, we brought in the demurrage 
regulations in order that more use might 
be made of the wagons we have. 

Mr. Arthur Greenwood (Wakefield 
Lab.) asked the Minister of Transport 
what steps he was taking to increase 
the tonnage of coal carried on the rail- 
ways, in order to meet the needs of the 
public utility undertakings and other 
consumers. 

Captain Wallace: The _ protracted 
spell of bad weather, including par- 
ticularly the very heavy falls of snow and 
the prevalence of fog and other wintry 
conditions at sea, which are the counter- 
part in this country of the unprece- 
dented ice-bound conditions which have 
prevailed throughout Northern Europe, 
have had two results. In the first place 
the demand for coal has naturally in- 
creased and, secondly, transport of all 
kinds has been seriously interfered 
with. The situation has for some time 
past been engaging the urgent atten- 
tion of the Government and, as in- 
dicated by my hon. friend, the Secre- 
tary for Mines, in the statement which 
he made on February 6, various 
measures were taken, including the 
direction of consignments and _ the 
arrangement of special train loads of 
coal for the places most seriously 
affected. The Railway Executive Com- 
mittee at the same time has_ been 
making every effort to accelerate the 
flow of supplies through the normal 
channels. The inevitable depletion of 
stocks during the partial hold-up of 
traffic has, however, resulted in con- 
tinued shortages in some areas. Last 
week it was decided that further 
measures should be taken and arrange- 
ments were made for the movement of 
coal to be specially accelerated. 

I hope that by these means the 
situation in those areas where there has 
been a shortage of domestic supplies will 
soon be relieved. It will, of course, be 
realised that the capacity of the rail- 
ways to carry additional freight is not 
unlimited and that at the present time 
there are very great demands upon it. 
The general interest requires that the 
needs of the public utility undertakings 
(electricity, gas, and water) should be 
met, as well as the domestic supply, and 
it has been decided, after a careful 
review of the coal situation generally, 
that special measures must be taken to 
augment the supplies of coal to such 
undertakings, especially those in Lon- 
don and the South of England. In 
present circumstances this will involve 
the drawing of additional supplies of 
coal by rail from the Northumberland 
and Durham areas as well as from the 
Midland Amalgamated District which 
includes South Yorkshire. I have 
accordingly asked the Railway Execu- 
tive Committee to make such arrange- 
ments as will enable an increase of some 
70,000 tons of coal a week to be carried 
in train loads from collieries in these 
areas direct to London and the South. 
This will mean 143 additional coal trains 
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a week, of which 100 will work m 
collieries in Northumberland or Dur’ im. 
Essential freight traffic cannot be ri- 
ficed for this purpose, and it will on! be 
possible to secure this large incre: of 
coal supplies by rail at the expe: if 


passenger services. The additional ty ins 
from Northumberland and Durhar 1 
necessitate a considerable reducti if 
passenger services on the main S 
between Newcastle and London as I] 
as on a number of secondary | 
branch lines. There will also be = > 
tain curtailments of services on CT 
lines to make room for the addit 
trains from the Midland distric 
London. The fullest possible 1 

of the alterations will be give 
hope that the travelling public, 

will undoubtedly suffer some ii 
venience, will accept the param: t 
necessity for giving this priority to 
traffic. The long period of exceptio: 
severe weather has inevitably resu 
in an accumulation of loaded wago1 
colliery sidings and marshalling ya 
but I can assure the House that « 
getic steps have been taken, and wil 
continued, on the railways, to meet 
needs of the coal situation in the fu 
measure possible. The Prime Min 
authorises me to add that he person 
is taking a direct interest in this 
matter and that everything possible 
be done to resolve the present admitted 
hardships. 

Mr. C. C. Poole (Lichfield—Lab. 
the railway companies are so complet 
unable to cope with the additi 
traffic that they must make such 
incursion into the ordinary passenger 
traffic, how does the Minister hope that 
they will be able to carry sufficient 
traffic to earn the revenue which is set 
out in the recent agreement ? 

The Speaker intervened. 

Mr. Poole: I was coming to t 
point in relation to the shortage. Whi 
the Ministry of Transport took over the 
railways, was a_ priority department 
established to decide the priority ot! 
traffics to be conveyed on the railway 


as such is very badly needed ; and is the 


Minister aware that it would be con 
pletely unnecessary to have 146 addi 
tional trains if 20-ton, 30-ton, and 40-ton 
wagons were used, instead of the 10-to 
and 20-ton wagons used at the present 
time ? 

Captain Wallace: There certainly 
an organisation to secure priority on th¢ 
railways, as in other places, 

Mr. Poole: It certainly does not 
function. 

Mr. I. L. Orr-Ewing (Weston-supet 
Mare—C.): Is the Minister aware otf 
the magnificent work that has been 
done under exceptionally trying con 
ditions by engine drivers, firemen, an 
railway staffs, whose numbers hav 
already been heavily depleted by sick 
ness during this difficult time ? 

Captain Wallace: Yes, I am well 
aware of that, and I am very glad to 
join in the tribute that my hon. frien: 
has paid to them. 

Sir Cooper Rawson (Brighton—C 
on, February 22 asked the Minister o! 
Transport how many thousands ot! 
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ed wagons of coal had been standing 
olliery sidings for weeks awaiting 
»val by the railway companies ; if 
was aware that a colliery near 
isfield stated that the northern rail- 
companies would not be bothered 
1 small consignments and would 
deal with full train loads, but in 
e of an order being placed for 120 
ons for Brighton and Chichester 
ricts, where conditions were ab- 
mal owing to the presence of many 
isands of evacuees, deliveries could 
be obtained; and would he take 
1ediate steps to remedy the existing 
llock which was gravely affecting 
lic health and industry. 
aptain Wallace :- During the past 
» weeks the number of loaded wagons 
coal cleared from collieries each day 
the railways serving the main 
liery districts has invariably ex- 
led the number of loaded wagons on 
id in the collieries at the beginning 
the day. As regards the second part 
the question, | am not aware that 
railway companies have refused to 
cept coal in other than full train loads. 
my hon. friend will be good enough to 
rnish me with particulars of the order 
120 wagons I will make enquiries, 
d if the difficulty proves to be one of 
insport, I will certainly do my best 
help. 
Railway Supplies of Coal 
Mr. Neil Maclean (Govan—Lab.) 
ked the Secretary for Mines why, 
iring the middle of January, the 
linistry of Mines augmented the sup- 
ies of coal to the railways; to what 
xtent this led to a reduction of the 
ieaper coal that should have been 
‘livered to Glasgow for domestic use ; 
id how many tons were so diverted to 


rues f= 


the railways. 

Mr. Geoffrey Lloyd (Secretary for 
\lines), in a written reply, stated: 
(wing to a threatened shortage of coal 

1 the maintenance of essential railway 
ervices, 350 tons of coal were diverted 
to the railways on each of three days. 
some of this coal might otherwise have 
een used as house coal. 

Railway Traffic 

Mr. G. C. Tovehe 
lebruary 22 asked the 
lransport whether there were any 
bjections on grounds of national 
nterest to the publication of the weekly 
returns of traffics earned by the four 
main line companies and the London 
Passenger Transport Board; and, if 
10t, would he arrange for such publica- 
tion, in view of the public interest in 
this question, especially in view of the 
railway agreement. 

Captain Wallace: The disclosure of 
figures of railway traffics would not 
be in the national interest, and I cannot 
therefore agree to their publication. | 
may add that the earnings of individual 
companies are no longer ascertained, 
as the need for dividing through traffic 
receipts ceased with the formation of 
a pool of revenue. Moreover, the aggre- 
gate figures would not be comparable 
with figures for a pre-war period, owing 
to circumstances arising out of the 


(Reigate—C.) on 
Minister of 
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requisitioning by the Government of 
privately-owned wagons. 


Railway Road Transport Invest- 
ments 
Mr. G. Ridley (Clay Cross—Lab.) 


asked the Minister of Transport what 
amounts each of the four group rail- 
way companies received in 1939 by 
way of net revenue from investments 
in road transport undertakings. 

Captain Euan Wallace (Minister of 
Transport) in a written reply stated : 
This information is not yet available 
for 1939, but the figures for the year 
1938 are :— 
£ 
173,556 


Southern Railway 
246,049 


Great Western Railway 

London Midland & Scottish 
Railway 

London & 
Railway 


, ie 384,694 
North Eastern 


£1,181,446 
Railway Finance 

Mr. G. Ridley asked the Minister of 
Transport whether the undertakings 
now under the control of the Railway 
Executive Committee would still be 
required to publish their annual ac- 
counts. 

Captain Wallace wrote in reply: 
The undertakings will still be required 
to publish annual accounts, but, as a 
result of the financial arrangements 
covering the control period, they will 
necessarily be in an abridged form. 

Mr. Ridley further asked the Minister 
of Transport what was the original 
capital and standard revenue of the 


four group railway companies; and 
by what amounts they had _ been 
increased. 

Captain Wallace wrote in reply: 


The following are the figures :-— 
Nominal Capital of Four Amalgamated Railway Companies 


Increase at 


Company 1923 December 31, 
1938 
£ £ 

| 149,467,772 12,322,231 
G.W.R. 136,917,317 12,913,496 
L.M.S.R. 398,929,175 14,849,682 
L.N.E.R. .. 361,688,399 15,450,944 
Total £1,047,002,663 £55,536,353 

Standard Revenue 

Standard Subsequent 
Revenue fixed allowances in 

Company by Railway respect of 

Rates Tribunal additional 

on July 6, capital raised 

1927 or provided 

£ é 

S.R. ja diel wi 6,631,479 464,391 

G.W.R. ee all 8,312,013 154,547 

L.M.S.R. ‘ 20,326,622 253,308 

L.N.E.R. 14,787,733 429,002 
Total £50,057,847 _£1,301,248 


Mr. Ridley also asked the Financial 
Secretary to the Treasury -what was 
the amount loaned to each of the under- 
takings concerned under the Railways 
(Agreement) Act, 1935; at what rate 
of interest ; and what amounts, if any, 
had been repaid. 

Captain H. F. C. Crookshank 
(Financial Secretary to the Treasury) 
wrote in reply: The amount raised 
by the Railway Finance Corporation 
Limited, under the Railways (Agree- 
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ment) Act, 1935, was £26,190,000 by the 
issue of £27 million 2} per cent. guaran- 
teed debenture stock 1951/52 at a price 
of 97 per cent. The approximate rate 
to the corporation (allowing for redemp- 
tion at par in 1952) was £2 14s. 8d. per 
annum. Under the agreement between 
the finance corporation and the railway 
companies, the sum raised was available 
to the railway companies (at the same 
rate) in the following proportions :— 

G.W.R., 11/53rd parts. (£5,435,660). 

L.M.S.R., 18/58rd parts (£8,894,717). 

L.N.E.R., 12/53rd parts (£5,929,811). 

S.R., 12/53rd parts (£5,929,811). 

The expenses of management of the 
corporation are borne by the railway 
companies in the same proportions. 
No amounts have been repaid; the 
stock is not finally repayable until 
February 1, 1952, but it may be repaid 
on or after February 1, 1951. 

Mr. Ridley further asked the Financial 
Secretary to the Treasury what was 
the amount loaned to each of the under- 
takings concerned under the London 
Passenger Transport (Agreement) Act, 
1935; at what rate of interest; . and 
what amounts, if any, had been repaid. 

Captain Crookshank in a_ written 
reply stated: The amount raised by the 
London . Electric Transport Finance 
Corporation Limited, under the London 
Passenger Transport (Agreement) Act, 
1935, was £39,966,250 by the issue of 
24 per cent. guaranteed debenture stock, 
1950/55, as follow :— 

£32,000,000 stock at 97 per cent. 

£9,650,000 stock at 924 per cent. 

The approximate rate to the corporation 
(allowing for redemption at par in 
1935) on the larger issue was £2 13s. 11d. 
per cent. per annum, and on the smaller 
issue {3 Qs. 8d. per cent. per annum. 
Under the agreement between the 
finance corporation and the transport 
undertakers, the sum raised was avail- 
able to the transport undertakers (at 
the same rates) in the following pro- 
portions :— 

L.P.T.B., 70 per cent. (£27,976,375). 

G.W.R., 5 per cent. (£1,998,312). 

L.N.E.R., 25 per cent. (£9,991,563). 

The expenses of management of the 
corporation are borne by the transport 
undertakers in the same _ proportions. 
No amounts have been repaid; the 
stock is not finally repayable until 
August 1, 1955, but it may be repaid 
on or after August 1, 1950. 

Railway Co-operation 

Mr. A. Denville (Newcastle-upon- 
Tyne Central—C.) asked the Minister of 
Transport what arrangements had been 
made to ensure co-operation between the 
railways of Gteat Britain and_ the 


Northern ' Ireland Transport . Board 
during the war period. 
Mr. R. H. Bernays (Parliamentary 


Secretary to the Ministry of Transport) 
wrote in reply: I am not aware of the 
need for any special arrangements 
between the railways of Great Britain 
and the. Northern Ireland Transport 
Board... If my hon. friend has any 
particular suggestion to make and will 
communicate it to me, I shall be glad to 
consider it. 
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The January Freeze-up—Some Further Facts 


Further details are now available oi 


the cenes without precedent which 
were associated with the intensely cold 
weather that visited the whole of 
Europe, causing widespread dislocation 


of transport Phe exceptionally heavy 
snowfall affected nearly all Great 
Britain in the last days of January, 
and snowdrifts were responsible for 
putting 1,500 miles of line out of set 
vice Such drifts, many 10-15 ft. deep, 
vere encountered in places as far apart 
is Buntingford and Beattock, Faken 
ham and Garsdale Over 300) snow 
ploughs were used to clear the lines, 
and in some instances four engines had 
to be used to drive them through th 
frozen snow Scores of trains were 
lowed up [he intense cold snap of 
January 28-31 froze the snow and rain 
in points so that they could not be 


moved, and coated the conductor rails 
on electric line with ice, creating 
havo imong the services of the 
Southern Railway and London 


Pransport 


L.M.S.R. and L.N.E.R. 
One of the 
was the neighbourhood of 


districts worst affected 
Beattock 
ummit, on the L.M.S.R. West Coast 
main line, where six passenger and two 
freight trains and a train 
were blocked for many hours. On the 
Midland Division lines in the Peak, 13 
goods and passenger trains and seven 
engines were held up; trains were also 
blocked on the Setth Carlisl and 
Galloway lines of the L.M.S.R 

On the L.N.E.R. conditions reached 
a climax on January 30 when no fewer 


hewspapel 


than 390) mile of line had become 
temporarily blocked. With the assist 
ince of 59 snow ploughs, the L.N.E.R 
taff, working 20-40 hours at a stretch 
2,100 military and 
ellorts 10 


ind aided by overt 
naval men, made unceasing 
clear the line The high winds caused 
drifts as deep as 15 ft. in many place 

ind in one instance four locomotive 
were needed to propel a snow plough 
through a drift on the Southminster 
line [here severe frost created an un 
usual feature at a point near Northal 
lerton, when it lifted = the water 
trough necessitating a speed limit of 
30 m.p.h. for all trains Che East 
Coast main line was | 


pt open through 
out, and fer some days it afforded the 
only route between England and 
Scotland. Of the other principal main 


lines, only 4 miles of the Edinburgh 
Carlisle and 15 miles of the Man 
chester—Shethield main line were 


blocked On the latter line, with its 
exposed route over the rugged Pen- 
nines, 13 freight and 3 passenger trains 
became snowed up. No fewer than 26 
pecial trains were run for urgent coal 


deliveries, 5 for food, and 6 for news 


whilst the diversion of Scottish 


papers 
traffic from L.M.S.R. to L.N.E.R 
necessitated running — threé special 


trains for sleeping car passengers. 


Southern Railway 


Phe Southern suffered badly, and on 
Saturday evening, January 27, many 
electric trains on the Western and 
Central Sections were brought to a 
standstili. The suburban trains on the 
Eastern Section were less affected. By 
Monday afternoon, January 29, a few 
Western and Central suburban trains 
were runnine again, and some main 
line clectric trains appeared headed by 
team locomotives [his method of 
operation of the main line and country 
district electrics continued until Wed 
afternoon, January 31, after 
temperature having risen, it 
was possible to resume normal services. 
Only very few main line electric trains 
were run, and most of these were of 


nesday 
which, 


cither six-coach formation or two sets 
of four coaches, headed by locomotives 
ranging from 0-6-0 goods to Atlantics 
and 4-6-0 engines 
lected from conductor rails as far as 
possible, and tie chief purpose of the 
locomotin was to give help where 
the ice on the conductor rail prevented 
the coliection of sufficient 
opel the train, and so to avoid stall 
ag. When conditions permitted, suffi- 
cient power was collected in the ordi 
nary way for the lighting and heating 
of the trains and for the operation of 
the Westinghouse brakes Phe locomo 
fitted for working with 
the vacuum brake only, were, of 
connected with the trains only 
by the screw coupling. The steam en 
in control of the train, 


Power was col 


power to 


| 
i 


tives, being 
course, 


gine driver was 


ind kept in touch with the electric 
motormen by hand _ signals. Some 
remarkably rapid accelerations from 


tations occurred with the combined 
power of steam engine and_ electric 
train, the crew of the former presum 
ably wishing to avoid the ignominy of 
being pushed by the latter A few 
trains on the Central Section, some of 
12-car formation, were headed by 
R. J 3illington 0-6-0 tender or 5 ft. 
0-6-2 tank engines on which the West 
inghouse brake equipment has been 
retained, and these were able to take 
control of the train brake 


Thanks to S.R. Staff 
[The following letter was sent on 
February 8 by Mr. E. J. Missenden, 
General Manager of the Southern Rail 
wav, to all members of the staff: 


‘“ The severe weather conditions which 
have prevailed during the past week have 
presented us on. the railway with prob- 
lems which by their nature and magni- 
tude are without precedent. Members of 
the staff ol variou departments and 
grades have been confronted with most 
unusual circumstances, calling for the 
exercise of endurance, alertness, and 
initiative, involving long hours of duty 
ind much inconvenience, and it is very 
vratifving to me that they have risen to 
the occasion and acquitted themselves in 
: manner worthy of the very best tradi 
tions of the Southern Railway. 


March 1, 1940 


‘T have been greatly impressed 


he 
splendid team spirit which has man | 
itself in the close co-operation b en 
the staffs of the several departm: in 
dealing with the emergency, thus u 
ing that the best use was made o. the 
available facilitics for keeping thx es 
open and the service running as is 
was humanly possible. And in thi m 
not forgetting the hundreds of m« id 
women, of our indoor clerical nd 
administrative staffs, who faced al] ir 


troubles cheerfully and carried on 

most difficult conditions. Whilst t! 
location of tratfic inevitably caused 
venience to our customers, we ha 1 
satisfaction of knowing that every rt 
has been made to reduce such inco 

ence to a minimum I should like 

fore to say Thank You!’ for f 
services which you have so loyally 
dered and to express to you my 
ippreciation of the way in which y 
willingly gave your help to deal wit] 
most unusual situation.’’ 


London Transport in the Cold Spell 
Never before in their history had 

railways owned by the London |] 
senger Transport Board suffered 
difficulties of operation as they ex] 
enced during the cold spell that b 
on January 27. Ice formed so fast 
so thickly that ordinary methods 
clearing the rails were of no avail. 1 
board’s trains are fitted with © st 
brushes, and the special sleet trai 
which were run continuously throu; 
out the period, have steel scrapers 
also jets through which an anti-freezi 
mixture is sprayed on the rails to p1 
vent more ice forming. Ice 2 in. thi 
formed on the rails in many pla 
not only on top but all round the! 
Che only way to remove it was to cl 
it off by hand. Light rain fell most 
the time so that more ice formed 


The R.E.C. poster 











XUM 








XUM 


Varch 1, 1940 


1ost as fast as the rails were cleared. 

[rain 29, 4.13 p.m. ex Hounslow 

st, became stalled at Osterley and 

following (No. 13), 4.28 p.m. ex 
unslow West coupled to it. Rails 
iped but frozen again before any 
reciable movement could be made, 
ns eventually arriving Northfields 

45 p.m.’’ That terse report from 

log of Sunday, January 28, of a 
rney that normally takes 10 min., 
icates the conditions against which 
staff had to contend. Throughout 

t time the fight against the ice did 

t cease. A Metropolitan Line train 

t left Great Missenden drawn by a 

eam locomotive at 6.43 p.m. on 

mday, January 29, was 51 min. late 
arrival at Baker Street. The water 
lumn was partly frozen at Great Mis 
iden, so that the locomotive was 
le to take on only part of its require 
nts. At Aylesbury, Rickmansworth, 

d Harrow-on-the-Hill, the water 

lumns were frozen hard. The stock 

water could not be replenished and 
journey had to be made at a very 

W speed. 

Signals and points became jammed 
ith snow and ice, and there was con; 

lerable difficulty in getting trains out 

f depots, especially at Golders Green 
nd Cockfosters. On Saturday after 

on, January 27, the temperature in 
the shunter’s cabin at Cockfosters was 

Fahrenheit and in the depot, 14. 

rapidly approaching 
iormal on Thursday, February 1, and 
vere practically normal on Friday, 
February 2, when Lord Ashfield sent 
the following message to all members 
f the staff :- 

‘ During the past few days the board’s 
perations have been conducted under 
weather conditions which were indeed 
unique and far surpassed in their severity 
inything we had previously experienced 
n our history. It gives me great pleasure 
to place on record that London ‘Transport 
has triumphed over adversity and has 
maintained its services in spite of diffi- 
culties which at times taxed us to the 
utmost limit. This achievement is en- 
tirely due to the splendid efforts which 
ill members of the staff put forth, often 
with considerable personal inconvenience 
ind discomfort but always with com- 
mendable cheerfulness. One and all have 
lone well, and on behalf of the board |] 
thank you and congratulate you upon the 
manner in which you have carried on. 
With this expression of thanks and appre 
ciation I am sure that the travelling 
public would wish to be associated.’’ 


Services were 


Somerset & Dorset 


Many hundreds of miles of tele 
graph and_ telephone’ wires were 
brought down in various parts of the 
ountry, and an interesting account is 
to hand from a Bath reader of difficul- 
ties on the Somerset & Dorset Joint 
Railway between Bath and Bourne 
mouth, when accumulations of snow 
and ice caused the wires along con 
siderable sections of this line to col- 
lapse, bringing down some 200 
telegraph poles and disorganising the 
working of the block system between 
Midsomer Norton and Evercreech. In 


consequence, a_ series of emergency 
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posts was established, and permissive 
working at five-minute intervals was 
introduced. Weights of trains were re 
duced to give the locomotives a greater 
margin of power. As a temporary 
measure an emergency telephone ser 
vice was installed. The freezing of the 
points necessitated longer runs by the 
bank engines trains 
over the summit of the line near Mas 
Mendip Hills are 


workable crossover 


assisting goods 


bury, where the 
crossed, before a 
could be reached. 


Passenger Appreciation 

The thanks of the travelling public 
to railwaymen was voiced in a letter to 
The Times in the following terms: 

‘* Sir—I feel sure there must be, like 
myself, many travellers on the railways 
who would like to express their appre 
ciation of, and gratitude to, the execu 
tives of the railway companies and thei 
most loyal staffs, for services rendered to 
the travelling public during a very trying 
period, due to the recent abnormal wintry 
conditions.—Yours, ete., J. B. Youna, 
Anderson Manor, Blandford, Dorset.’’ 

A specific example of — particular 
helpfulness was quoted in the follow 
ing letter to the Editor of the Glasgow 
Herald, addressed from  Caldercruix 
and — signed ‘ Grateful Passenger,’’ 
which was published on February 8: 

‘ Sir,—Would you allow me to voice 
the gratitude of a stormbound traveller 
to the railway companies for the con 
sideration shown to me and others during 
last week’s hold-up. Having been untor 
tunately stormstayed at Manchester with 
a ticket valid only on the direct route 
via Carlisle, [ was instructed to proceed 
via York and thence by the East Coast 
route to my destination in the west with 
out any charge for the considerable extra 
Wintry conditions still 
prevailing on my arrival at Edinburgh 
and fearing road travelling would — be 
risky to complete my journey, I 
approached the officials at Edinburgh and 
a special stop at a way 


mileage travelled. 


they permitted 
ide station near my home, this entailing 
the turning out of a railwayman to open 
the station exit. 1 know of others who 
were similarly treated, and think thi: 
incident should be more widely known 
We often hear complaints against the 
railways, but the above experience off 
sets, in my opinion, many of their alleged 


failings.’’ 


Air Transport 
The Empire flying boat services from 
Europe operated by Imperial Airways 
were suspended on January’ 18 
and not resumed until February 3. 
The Heston—Paris services were held 
up by a combination of weather and 
ground conditions from January 27 
until February 8, and, as Shoreham 
was waterlogged for some days and 
Lympne (the alternative airport for 
neutral air lines) fogbound, the Belgian, 
Danish, and Dutch services were also 

suspended until February 8. 


The Storm of 1916 
In view of the widespread disloca 
tion recorded above, it is interesting to 
recall some of the details of the storm 
which seriously affected railway work- 
ing during the last war. The night of 
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March 27, 1916, and the whole of 
March 28 witnessed, particularly in the 
North, West, and Midlands — of 
England, a storm of wind, accom 
panied by driving snow, the severity 
of which had not been experienced 
since January, 1881. The delays to 
trains were serious, but, fortunately, 
no serious accidents occurred, Delays 
resulted mostiy from lines being 
blocked by falling trees and telegraph 
poles, and the breakdown of the signal- 
ling arrangements, consequent upon 
the snapping of telegraph, telephone, 
and signal which necessitated 
trains travelling at greatly reduced 
speeds, so that the drivers could pull 
up short of any obstruction. On the 
Loudon & North Western Railway up 
trains arrived at Euston from four to 
ten hours late. Birmingham experi- 


wires, 


enced serious disorganisation of rail 
way traffic; early morning newspaper 
trains from London and the North 


were delayed till late in the afternoon. 
A train which left Lifford for Birming 
ham occupied four hours on a 6-mile 
journey. In South Staffordshire and 
North Worcestershire 6 in. of snow fell, 
and in the higher districts the drifts 
caused train services to be suspended. 
Phe 10.0 a.m. express from Euston on 
the Tuesday did not reach Glasgow till 
utter 4 o'clock on Wednesday morn 
ing, while the 2.0 p.m. express arrived 
hours later. Passengers from 
London to Dublin, who set out at 
§.30 a.m. on Tuesday, arrived in 
Dublin on Wednesday at 1 p.m 

The East Coast route was not so much 
affected. The up Scottish expresses 
arrived at King’s Cross about two 
hours late. Wales experienced the 
rigours of the storm, trains in some 
parts being snowed up, and in others 
delayed on account of obstructions 
thrown on the line. The South Wales 
mail train, which arrived at Padding- 
ton at 1.385 p.m. instead of 3.30 a.m., 
was held up at Newport from 
11 o’clock at night till 8 in the morn- 
ing Obstructions blown on the line 
made it unsafe for the 
express to proceed on its journey. 
Mail trains for Swansea and Cardiff 
were in some cases as much as _ six 
hours late. A train was snowed up at 
Colbren, on the Neath & Brecon Rail- 
way, and all traffic was stopped be- 
tween Neath and Merthyr, the — line 
being blocked by fallen’ trees. Near 
Port Talbot a large signal box was 
blown down, anc signal posts and tele 
graph poles in the neighbourhood were 
thrown to the ground. The Midland 
Railway suffered severely from the 
blizzard, and on the Tuesday night had 
six up expresses held up at Des- 
borough; two had been diverted from 
the Manton route owing to a blockage 
at Gretton. One journey from Man 
chester to the Metropolis occupied 
approximately 24 hr. Four or five 
expresses in cach direction were can 
celled from March 29, and not rein 
stated till April 10, by which date the 
telegraphic and_ signalling arrange 
ments had been restored. 


twelve 


by the gale 
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Institution of Locomotive Engi- ment in which the same engine is illus- far from the Ministry having 
neers dinner.—The annual dinner of trated and its principal dimensions intention of depriving the compani 
the Institution of Locomotive Engineers given, the grate area is quoted as their livelihood, that livelihood \ | 
was held at the Savoy Hotel, London, on 25. sq. ft. The former is the correct have ceased at the outbreak o 
Wednesday, under the chairmanship of dimension, the figure given in the ad- but for the action of the authoriti: 
Mr. W. A. Stanier, who took the place vertisement being due to an_=e error securing the undertakings six mi 
of Mr. O. V. S. Bulleid, the President which was not discovered by the builder of useful activity under the Nat 
absent owing to indisposition. We until too late to rectify it. \ir Communications scheme. 
hope to publish an account of this ‘ _ ‘ . 
rh aes Bo oe ‘2 Railway Accident in Mexico.—In 

) oO ns WeeK ” rages 

; a head-on collision between an express 
s ‘ ry’ . me > T > > ‘ > or “ e e e 

Derailment of S.R. Train.—On train z the prsegeen ang haere and British and Irish Railw: y 
Kebruary 28 the 7.37 a.m. Littlehamp- a goods train six mules south of Quere- > ’ 
ton to Victoria electric express ran into taro City, 120 miles north west of Stocks and Shares 
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derailed ere were ; s . : ‘a ¢ » 
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closed for some hours renewed, the new turntables will be 

Waterloo & City Line.—-Mr. G. H. built to accommodate larger  loco- awa 
Nelson, Chairman of the English Elec- motives. At Bolton, Colne, Chaddesden Cone. Ord. ... sth 214 47 | 
tric oman atate » gener Derby Nottingham, Tebay, Penrith on. Pre 92 71 1005 
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po = ; ; is ; 

the company, in luding equipments for ot o7 It. and 70 ft. respec tively. “ee ie tien - A» Ra. = 

British and overseas railways For the of those replaced are of only 42 ft. 5° Cons. Guar. Vt 9643 113 

Waterloo & City line the company had diameter L.M.S.R. 

in course of completion coaches as well Future of Small Airway Under- Ord... .. ve | AT 9S | 203% |—14 
is the electrical equipments takings hee sin “Ri at 4°,, Pref. (1923) ws 464 20 554* 2 
P Ss. ‘ independen $0 Pref. a at 374 664* --1 
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In the second article dealing with the CO™panies in Great Britain, hitherto 5», Red. Deb. (1952) 109 1014 ~— 107 
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, " aes Seca scheme > bee iformed that the 
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Redesigned Locomotives, Leo- Kingsley Wood, in order to lay sugges- 5°, oe Pref. (1964) 102% 94 ior 

poldina Railway.—A_ correspondent tions before him which they claim 5% Guar. Pref. ... 1164 103 1S 

’ , y 5%, Red. Guar. Pref 1123 102+ 1124 
points out that in the article on the re would enable them to survive the war. (1957) 
designed 4-6-2 locomotives for the \fter the meeting Mr. C. F. R. Jacques 36° = see aes + Ra, a - 
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London and North Eastern Railway 
Company 


mOTICE IS HEREBY GIVEN that the Seventeenth 
Ordinary General Meeting of the Proprietors of 
ndon and North Eastern Railway Company will 
lin the Wharncliffe Rooms, Hotel Great Central, 
lebone, London, N.W.1, on Friday, the fifteenth 
f March, 1940, at 2.0 p.m., for the purpose of the 
| business of the Company 
ted this 28th day of February, 1940 


By Order, 
P. J. DOWSETT, 
Secretary. 
lebone Station, 
don, N.W.1 
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OFFICIAL NOTICES 


London Midland and Scottish Railway 
Company. 
N?! ICE is hereby given that the next ORDINARY 
+ GENERAL MEETING of the London Midland 
and Scottish Railway Company will be held at 
FRIENDS HOUSE, EUSTON ROAD, LONDON, 
N.W., on Friday, the 15th March, 1940, at 11.30 a.m. 
precisely, for the transaction of the general business of 
the Company 
STAMP OF SHORTLANDS, 
Chairman 
ROBERTS, 


Secretary 


OWEN GLYNNI 


luston Station, 
London, N.W.1. 
29th February, 1940 


Universal Directory of Railway Officials 
and Railway Year Book 


45th Annual Edition, 1939-40 


This unique publication gives the names of all 
the principal railway officers throughout the world 
together with essential particulars of the systems 
with which they are connected. Much general and 
statistical information about railways is also concisely 
presented, 


Price 20/- net. 
THE DIRECTORY PUBLISHING CO., LTD. 
33, Tothill Street, Westminster, S.W.1 








CONTRACTS 


Che Peruvian Corporation Limited has 
iced the following orders : 

lowell & Co. Ltd. : Boilertubes. 

P. & W. McLellan Limited: Steel channels. 
Westinghouse Brake Co. Ltd.: Air brak« 
Davies & Metcalfe Limited: Injectors. 
Gresham & Craven Limited : Injector spares 
furton Bros. & Matthews Limited: Helical 
| springs 
Willford & Co, Ltd. : Steel springs. 

rhe Jengal-Nagpur Railway has 
iced the following orders : 
Geo. Turton, Platts & Co. Ltd 
Ingers 
British Iron & Steel Corporation Limited : 
teel boiler plates. 

\ssociated Locomotive Equipment Limited : 
ires for RD-class locos. 


900 buffer 


The Egyptian State Railways have 
laced the following orders : 

British Iron & Steel Corporation Limited : 
ild steel rounds (£7,962). 

Guest, Keen & Nettlefolds Limited : Screws 
d washers (£194 

Rivet, Bolt & Nut Co. Ltd., Glasgow : 
id washers (£192). 

Phoenix relephone & Electric Works Limited : 
is¢é mounting and protectors (£853). 

Salford Electric Instruments Limited : Load 
g coils (£324 

P. & W. MacLellan Limited: Steel joists 
£1,264). 

British Insulated 
ypper cadmium wire 
£87 

Frederick Smith & Co. Ltd., Manchester : 
lard-drawn copper line wire (£12,007). 

r. W. Lench Limited, Birmingham: Pol 
teps (£706 
Connolly Bros. 
ides (£1,022). 


Screws 


Cables Limited 
£915). Copper binders 


Limited, London: Buffalo 
[The French State Railways at the 
nd of last vear placed an order for 
1,000 tank wagons with Belgian manu- 
facturers, and part of this order, worth 
88 million French fr., has been divided 
iS follows : 
La Brugeoise et Nicaise & Delcuve: 190 
Vagons 
Baume-Marpent : 
Soc. Franco-Belge 
Usines Ragheno : 
Usines de Braine-le-Comte 
Ateliers de la Dyl 50 wagons 
It is reported that the German State 
Railway has ordered 750 steel coaches 
from Belgian manufacturers. 


120 wagons 
120 wagons 
90 wagons. 
90 wagons. 


The Madras & Southern Mahratta 
Kailway has placed the following orders 
to the Rendel, 
Palmer & Tritton 

Metropolitan-Cammell Carriage & 
Co, Ltd 400 screw couplings. 

Linley & Co. Ltd. : 20 copper firebox plates. 

Howell & Co. Ltd. : 651 steel boiler and 24 
steel flue tubes, 


inspection of Messrs. 


W agon 


AND TENDERS 


Samuel Fox & Co, Ltd 

Vulcan Foundry Limited: 14 steel cranks 
for locomotives 

lavlor Bros. & Co. Ltd 
locomotives 

Geo. Turton, Platts & Co 
Stuart’s kevs and 2,000 wedges. 

Newport & South Wales Tube Co. Ltd 
4,000 steel boiler and six brick arch tubes 


2,000 volute springs. 


100 steel tvres for 


Ltd 5500 


John Spencer & Sons (1928) Ltd. : 100 axles 
for carriages and wagons. 

Superheater Co. Ltd 48 superheater ele 
ments. 

Stewarts and Llovds Limited: 460 steel boiler 


tubes 
The following orders have been placed 
to the inspection of Messrs. Rendel, 
Palmer & Tritton: 
Karachi Port Trust : 
Hadftields Limited : 121 
dredgers. 
B.B.C.L.R. : 
Callender’s Cable & Construction Co. Ltd 
6.500 vd. of cable for power signalling 
Johnson & Phillips Limited $500 vd. of 
cable for power signalling. 
The South African 
enquiring for the following items 
sar steel (Tender No. 2541, April 1 ; 
No. T. 16082 /40). 


bucket) pins fo 


Railways are 


D.O-1 


Equipment for catering department (Tende1 
No. 2551, April 1 

Overhead electric travelling cranes (Tender 
No, 2496, April 1 

Vacuum brake metal parts (Tender No. 2545, 


April 2 
Bridgework (Tender No. 2559, April 4; 
D.O.T. No. T. 1608840 


Grinding wheels (Tender No. 2578, April 18; 
D.O.T. No. T. 16631 40 

The Egyptian State Railways are 
enquiring for the following items : 

Joints, steam gland 
packing (E.S.R. 45.270). 
5 tons of white zine paste and 20 tons of 
March 


compressed asbestos, 


0 
whit lead paste (E.S.R. 369.G.8 146 ; 
0 

a bo tons of mixed grev paint (E.S.R. 360.G.8 
142; March 25 

M.S. flat bar and angle (E.S.R. 1,582). 

The South African Railways’ are 
calling for tenders by April 8 for 
structural steel for bridgework. (Tender 
No. 2557; D.O.T. No. T.16086/40.) 

The Egyptian Ministry of Public 
Works is calling for tenders by March 6 
for Decauville wagons, rails, and acces- 
sories, and by March 27 for spare parts 
for Siemens alternators at Giza and 
Gezira waterworks. 








Forthcoming Events 


Mar. 2 (Sat.).—Permanent Way Institution 
(Manchester-Liverpool), at City of Liver 
pool Technical College, Byrom Street, 
3 p.m. ‘“ Flood damage on the North 
Wales District of the L.M.S.R.,” by Mr 
C. Chaplin 


Mar. 5 (7wes.).—Institution cf Automobile 
Engineers, at Roval Society of Arts, John 
Street, London, W.C.2, 6 p.m. ‘ Some 
problems we meet,” by Mr. L. Dawtrey. 

Institution of Civil Engineers, Great George 
Street, London, S$.W.1, 5.30 p.m nat 
construction of deep-water quays.”’ by 
Mr. A. Gardner 


Mar. 6 (Wed.).—Permanent Way Institution 
(London), at Albert Stanley Inst., Ful 
ham Palace Road, Hammersmith, 7 p.m 
‘The reconstruction of Aldgate East 
Station,” by Mr. J. Harley-Mason. 


Mar. 7 (Thurs. Institution of Electrical 
Engineers, Savov Place, London, W.C.2, 
6 p.m. ‘ Oil-less metalclad switchgear for 
medium voltage a.c. circuits up to 660 volts, 
Messrs. H. Cox and L. 


three-phase,” by 
Drucquer. 


Mar. 11 (Mon.).—Institute of Transport (Lon 
don), at Charing Cross Hotel, 1 for 1.15 
p.m. Luncheon. Address by Mr. Robert 


son F. Gibb. 


Institution of Eleetrical Engineers (London), 
Savoy Place, W.C.2, 6 p.m. Joint meeting 
with Inst. of Civil Engineers and Inst. of 

Mechanical Engineers. ‘“* Emergency re 

pairs, with special reference to welding ”’ 


Mar. 12 (J ues.).—Institution of Automobile 
Engineers (Coventry), at King’s Head 
Hotel, 7 p.m ** Modern applications of 
cast iron in automobile construction,” by 
Messrs. E. Toghill and R. Dowle. 

Mar. 13 (Wed.) Institution of Automobile 
Engineers (Manchester), at Engineers’ 
Club, Albert Square, 7.15 p.m.“ Alter- 
native fuels for c.i. engines,”” by Mr. W, 
Allen 








Forthcoming Meetings 


Mar. 1 (Fvi.)—Great Southern Railways 
Company (Eire) (Ordinary general), 
Gresham Hotel, Dublin, at 2 p.m. 

Mar. 15 (Fri.\—London Midland & 
Scottish Railway Company (Ordi- 
nary general) Friends House, Euston 
Road, London, N.W., at 11.30 a.m 

Mar. 15 (Fri London & North Eastern 
Railway Company (Ordinary gene- 
ral) Wharnclitfe Rooms, Hotel Great 
Central, Marylebone, at 2 p.m 

Mar. 18 (.\Jon.)—Great Indian Peninsula 
Railway Annuities (Annual), Elm- 
hyrst, Epsom Road, Guildford, at 
11.45 a.m. 








AiR) DEPARTMENT FOR SOUTHERN 
RHODESIA.—The creation of a Depart 
ment of State for Air in’ Southern 
Rhodesia is announced. The new depart 
ment falls under the administration of 
the Minister of Justice, Defence, & Air 
whose full title has thus been amplified. 
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Railway Share Market 


Although the stock and share markets and the 4 per cent. 1923 preference was same as a week ago, and the second oe 
became less active, the general tone around 55}xd compared with 57 a week teed was fractionally better at 
remained very firm, and in most sections ago On the cther hand the guaranteed L.N.E.R. 3 per cent. debentures were 
of the Stock Exchange, movements were stock, which is also “ xd,”’ was unchanged in around 71} and the 4 per cent. d 
in favour of holders Following the sub on balance at 92, while the 4 per cent. tures around 943. There was again a 
stantial gains established in recent weeks debentures were fractionally higher at 97}, deal of speculative activity in L.N 
there was a good deal of profit-taking in and the 5 per cent. debentures remained at preferred and deferred stocks. Li 
junior stocks of the home railways, although 107. Southern deferred has fluctuated, and Transport “‘C”’ stock, now “ex 
buyers were in evidence on any easing of on balance shows a reaction from 20} to interim payment, has been active ar 1 
prices. The disposition earlier in the week 19z, and the preferred stock was 76}, 474. The market expects a total divi 1 
was to await the Southern dividend an compared with 77? a week ago. The of 3 per cent. for the whole year 
nouncement, the L.M.S.R. accounts and guaranteed stock remained at 1154, and Argentine railway securities were 
the statements at the Great Western meet the preference stock improved a point to prominent and have moved in favo 
ing. The L.M.S.R. dividend was in accord 103, but the 4 per cent. debentures were holders, particularly the debenture st 
ance with general estimates, and most slightly easier Sentiment in regard to the latter and ) 
market men are assuming that, if condi- Great Western ordinary at 47 was little various of the preference stocks was 
tions on the Stock Exchange are favourable changed on balance for the week; the fluenced by the view that they may att 
there may be renewed activity in the junior guaranteed stock was fractionally higher more attention when the _ proceeds 
stocks. The tendency is to value the latter at 1143, and the preference improved a requisitioned American dollar secur 
not on the basis of last year’s dividends point to 1014 Che 4 per cent. debentures come to be reinvested in sterling securit 
but on the increased distributions which were 104}. Active dealings were recorded in B.A. Great Southern 4 per cent. debent 
apparently can reasonably be expected for L.N.E.R. preference, but the first and were higher at 67, and both the 5 per 
the current vear Debentures have been second stocks at 56 and 21 respectively and 6 per cent. preference stocks improy 
firmer, and the attractive vields on guaran were unchanged on balance for the week. B.A. & Pacific 4 per cent. debentures | 
teed stocks and senior preference stocks also Moreover the guaranteed stocks were also 69 and B.A. Western 4 per cent. debent 
brought in buyers relatively steady, and it would appear that 624. In other directions, Antofag 

L.M.S.R. ordinary, which is now “ex” recent buyers attracted by the good yields ordinary and preference were better, 
the dividend, shows a decline on the week now regard these stocks largely in the Leopoldina debentures improved a pi 
from 22} to 20}, while the 4 per cent. senior nature of a permanent holding during the Small gains were recorded in Canad 
preference has gone back from 67} to 66xd war. The first guaranteed at 84} was the Pacific shares and preference stock. 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 


Truths tar Vteak 2 Aggregate Traffics to Date Prices 
Miles : 
Railways open —- s Totals ae 2 4 ~~ 
nding = on na no oo 
1939 40 Saeed Inc.or Dec. © Increase or Stock =m $2 - ieee 
compared 6 Decrease ToD = Sf 3229 
this year with 1939 s This Year Last Year I = Pd =< 
£ £ £ £ £ 
Antofagasta (Chili) & Bolivia 834 18.2.40 23,730 9,620 7 129,709 88,630 41,070 Ord. Stk. 10% 44 i Nil 
Argentine North Eastern 753 17.2.40 ps. 131,700 ps. 6,800 34 ps. 5,133,600 ps. 5,308,200 ps. 174,600 - 45 2 3 Nil 
Bolivar 174 Jan. 1940 3,700 300 4 3,700 3,400 300 6p.c. Deb. 7 53 7 Nil 
Brazil Bonds. 53 44 6 8x : 
Buenos Ayres & Pacific 2,801 17.2.40 _ps.1,870,000 - ps. 50,000 34 ps.43,193,000 ps.44,105,000 ps.912,000 Ord. Stk. 54 2 34 Nil 
Buenos Aires Central 190 20.1.40 385,820 $5,100 30 $3,020,700 $3,308,600 $227,900 Mc. Deb. 14 8 134 Nil 
Buenos Ayres Gt. Southern 5,082 17.2.40  ps.3,190,000 ps.257,000 34 ps.75,390,000 p-. 75,419,000 ps. 29,000 Ord. Stk. 13% 44 9} Nil 
Buenos Ayres Western 1,930 17.2.40 ps. 930,000 ps. 32,000 34 ps.25,590,000 ps. 23,543,000 ps. 2,047,000 a 104 4 8 Nil 
« | Central Argentine 3,700 17.2.40 ps. 1,694,600 ps.824,400 34 ps.59,196,500 ps. 62,127,700 ps. 2,931,200 - 1g 4 8 Nil 
= Do Dfd. 4 4 4 Nil 
© | Cent. Uruguay of M. Video 972 17.2.40 27,773 7.716 34 674,290 617,710 56,580 Ord. Stk. 24 a 3 Nil 
< Costa Rica 183 Nov. 1939 16,055 1,709 21 88,364 112,640 24,276 Stk. 244 18 22 9% 
— | Dorada 70 Jan. 1940 12,200 1,100 4 12,200 13,300 1,100 | Mt. Db. 104§ 102 1024 5% 
© | Entre Rios 810 17.2.40 ps. 224,500 34 ps. 8,180,800 ps. 8,589,600 ps. — Ord. Stk. 6 3 4 Nil 1 
<< Great Western of Brazil 1,016 17.2.40 14,700 3,500 7 95,200 83,900 1,300 Ord. Sh. 3 1 24 t Nil | 
5 International of Cl. Amer 794 Dec. 1939 $545,566 $12,458 52 $5,994,055 $5,639,240 $354" 815 . 
a Interoceanic of Mexico Ist Pref. 74d. 74d. + Nil y 
~ | La Guaira & Caracas 223 Jan. 1940 7,610 2,860 4 7,610 4,750 2,860 Stk. 7 64 6} Nil 
2 Leopoldina 1,918 17.2.40 24,680 2,620 7 161,042 149,390 11,652 Ord. Stk. 24 $ 24 Nil d 
o | Mexican 483 21.1.40 $283,990 $43,400 3 $816,200 $862,500 $46,300 oo 1% 4 é Nil 
” | Midland of Uruguay 319 Jan. 1949 12,268 2,257. 31 67,726 64,567 3,159 a 2 Py 7 Nil 
| Nitrate 386 15.2.40 10,536 5,291 6 29,203 14,118 15,085 Ord. Sh. 2% 4 2k 5% 
| Paraguay Central 274 17.2.40 $3,039,000 $406,000 34 $105,900,000 $102,861,000 ~ $3,039,000 Pr.Li.Stk. 454 36 38 IS# 
| Peruvian Corporation 1,059 Jan. 1940 81,055 12,742 31 464,990 477 766 12,776 Pref. 1? aA 34 Nil 
Salvador 100 20.1.40 ¢35,667 «917 30 £427,261 499,464 ¢79,203 Pr. Li. Db. 19} 16 15 Nil / 
San Paulo 1534 11.2.40 29,645 362 6 184,635 170,930 13,706 Ord. Stk. 38 20 36} t 
Taleal , 160 Dec. 1939 3,600 200 26 14,140 16,915 2,775 Ord. Sh. j 66 4 74 1 
United of Havana 1,353 17.2.46 39,112 6,722 34 603,011 624,133 16,122 Ord. Stk. 2 4 | Nil 
Uruguay Northern 73 Jan. 1940 1,127 136 31 7,368 7,469 101 Deb. Stk. 2 2 2 Nil 
«a | Canadian National 23,696 21.2.40 828,548 193,984 7 6,093,899 4,603,492 1,490,407 eS 
3 Canadian Northern 4 p.c. Perp. Dbs. 742 60 78 5% . 
S Grand Trunk 4p.c.Gar. 100} 76 102 343 
U | Canadian Pacific 17,169 21.2.40 556,690 108,600 7 4,223,600 3,284,400 939,200 Ord. Stk. 7% 34 7 Nil 
Assam Bengal 1,329 31.12.39 47,205 1,741 39 1,169,044 1,123,279 45,765 Ord. Stk. 764 60 764 3+ 
Barsi Light , 202 10.2.40 2,295 682 47 108,885 121,470 12,585 Ord. Sh. 56} 504 45 85 
__ | Bengal & North Western 2,096 31.1.40 88,860 6,354 18 906,086 969,268 63,182 Ord. Stk. 277 2294 267 6 { 
« | Bengal Dooars & Extension 161 31.1.40 3,872 467 45 121,701 128,050 6,349 Kd 91 845 200 34 
> < Bengal-Nagpur 3,267 31.1.40 265,425 29,083 45 6,580,841 5,827,187 753,654 eS 942 834 904 4% 
= | Bombay, Baroda & Cl India 2,986 10.2.40 248,250 26,250 47 7,693,200 7,606,950 86,250 * 108 90 1034 5u 
Madras & Southern Mahratta 2,967 31.1.40 180,375 2,245 43 4,785,559 4,661,038 124,521 A 10441 92 1024 Tt 
Rohilkund & Kumaon 571 31.1.40 20,231 1,461 18 190,431 180,296 10,135 a 280 263 257 65 
South Indian 2,5313 31.1.40 117,272 6,120 45 3,398,347 3,430,535 32,188 “ 1024 88 91; 5% 
Beira .. ’ 204 Nov. 1939 82,028 8 154,004 n 
Egyptian Delta’ 623 20.1.40 5,597 733 +43 175,567 175,591 24 Prf. Sh. $ 4 3 Nil 
» | Kenya & Uganda , 1,625 May 1939 206,557 11,295 21 1,220,870 1,309,332 88,462 = 
2 | Manila B. Deb. 55 39 474 73 ¥ 
=< Midland of W. Australia 277 Dec. 1939 13,434 2,972 26 73,928 92,286 15,358 Inc. Deb. 914 874 83 4% 
= Nigerian 1,900 23.12.39 55,701 24,806 39 | 287,648 1,429,611 141,963 
Rhodesia 2,4422 Nov. 1939 374,770 8 762,924 oe 
South Africa 3,284 3.2.40 672,219 36,281 48 28,780,141 27,562,749 1,217,392 re 
Victoria 4,774 Oct., 1939 871,621 43,492 17 3,049,244 3,064,925 15,681 - of 
¢ 
Note. Yields are based on the approximate current prices and are within a fraction of 7 ~ 
Argentine traffics are now given in pesos. t Receipts are calculated @ Is. 6d. to the rupee. § ex dividend I 
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